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The Traffic World 


An independent national journal of transportation; a working tool for traffic men 
Rail —Water — Motor Vehicle —Air— Material Handling and Distribution 





VOLUME LVIII 


Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





CONVENTION NUMBER DISTRIBUTION 


S is usual with every issue of THE TRAFFIC WORLD 
containing a report of the proceedings of a con- 
vention of the Associated Traffic Clubs of America, 
this number of the magazine is receiving a special, 
free distribution among members of traffic clubs who 
are not subscribers, to the extent that its total circula- 
tion is 15,000. 

We go to the expense of printing the proceedings 
fully and making this additional distribution, partly, 
as we always explain, for selfish reasons, taking ad- 
vantage of the opportunity to exploit our publication, 
but mainly we hope it will be believed, in order to dis- 
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seminate, as widely as possible, sound thought and 
valuable information in the interest of sanity in trans- 
portation. 

We have, as usual, solicited aid in this enterprise 
by asking potential advertisers who do not use our 
columns regularly to take some space, and asking regu- 
lar advertisers to increase their space, believing that 
they have at least as great an interest as we can have 
in seeing done the job we are trying to do. We thank 
and congratulate those who have responded favorably 
to this request. 3 


FREE TRANSPORTATION 


coy Commission has moved in the right direction 
in issuing an order requiring Class I railroads to 
report information relating to passes issued to persons 
other than employes of the reporting carriers and their 
families which will show the extent of the use of such 
passes and the value of the free transportation. With 
such information the Commission may make recom- 
mendations to Congress to correct abuses that may 
exist. 

Recently the Commission made public a report of 
its Bureau of Statistics showing that prior to April 1 
this year the Class I roads had issued 3,074,586 passes 
for free transportation of which 2,942,094 were issued 
to carrier officers, employes and their families. Of the 
total, 2,218,261 were term passes and 856,325 were 
trip passes. The term passes, it was explained, probably 
represented approximately 90 to 95 per cent of the 
total to be issued for the year while the trip passes 
might be less than 25 per cent of the annual total. 


Though these statistics threw light on the free 
transportation situation to the extent indicated the 
amount of free transportation handled by the railroads 
was not revealed nor were there figures showing the 
value of such transportation. The information now 
called for by the Commission will give such information 
as to free transportation accorded others than carrier 
employes and their families. It may well later call 
for the same information as to use of passes by carrier 
employes and their families. Then a complete picture 
could be obtained as to how much free transportation 
was being handled and the value of it. To simply say 
that three million passes have been issued does not 
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tell the story. The important thing is as to the use 


of the passes and the value of the free transportation. 


FEDERAL FIGURING—BARGE AND CANAL 

SSERTION by an officer of the Panama Canal, in 

the hearing before the special committee that is 
to make recommendations to the President as to re- 
vision of the method of assessing tolls on vessels using 
the canal, that, if the canal was to be operated and 
maintained on a self-sustaining basis, it was essential 
that tolls should be established in relation to the capital 
cost of the canal and the cost of its operation and main- 
tenance, again illustrates the different “financial” at- 
titudes of government officers with respect to this 
agency and the Inland Waterways Corporation, the 
federal barge line agency, both of which are under 
the Secretary of War. 

The Panama Canal officer made a sound statement 
as to the basis for the establishment of tolls. A similar 
statement, however, is yet to be heard from an officer 
of the government barge line agency. In view of the 
attitude taken by government officers toward the barge 
line agency, how strange it would be if one of them 
should advocate the establishment of rates for its serv- 
ices in relation to the capital cost of the enterprise 
and the cost of its operation and maintenance. Though 
the government barge line is supposed to be making a 
demonstration that private capital may operate profit- 
ably on the inland waterways improved at public ex- 
pense, it ignores such an important cost as the cost 
of capital—a cost the canal officers see fit to take into 
consideration in making their computations as to the 
financial results of operation of the canal. 

Since July, 1921, fixed as the date of the comple- 
tion of the construction of the canal, said the Panama 
Canal officer, the revenue received had been about 
$17,000,000 less than would be necessary to cover in- 
terest at the rate of 3 per cent per annum paid by the 
United States on money borrowed to construct the 
canal. This was an average deficit of about $1,100,000 
a year, it was stated, and the revenue received had thus 
been insufficient to permit the setting up of any sum 
for the ultimate amortization of the investment in the 
canal. Why not a similar statement about amortization 
of the investment in the government barge lines? 

The puzzling thing about this federal barge line- 
Panama Canal situation is that the Secretary of War 
permits those under him to deal differently, from a 
financial point of view, with two business agencies sub- 
ject to his supervision. It seems to us that, if one of 
the two agencies were to be permitted to forget in- 
vestment, it should be the Panama Canal and not the 
government barge line. Neither, of course, should be 
permitted to do that, but the barge line, as hereto- 
fore pointed out, is supposed to be making a demonstra- 
tion on a sound business basis—all the more reason 








why it should adopt the course pursued by the officers 
of the Panama Canal. 
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SHARPENING THE RAIL-TRUCK ISSUE a 
HEN Examiner Disque said in his proposed re- 
port in I. and S. 4214, meats and packing house 


products from Chicago, that “rail rate and truck rate 
structures should stand on their separate foundations 
and be built according to the elements surrounding 
the respective forms of transportation, commercial ~ 


and economic conditions, and the public interest,” he 
brought the fundamental question between the rail- 
roads and the trucks to a keener edge. 

“If they (the railroads) are to retain most of the 
traffic, they must provide rates that do not greatly 
exceed the truck rates,” he added. “Accordingly, a 
finding that minimum rail rates must substantially 
exceed the truck rates would be tantamount, in prac- 
tical effect, to saying that the rail carriers may not 
compete for this business upon an equality of oppor- 
tunity. Such a finding could not be sustained on this 
record.” 

Summarized, the Disque recommendation is that, 
because the rates proposed by the lines carrying fresh 
meats east from Chicago to Central Territory points 
are compensatory, it is the duty of the Commission to 
find them justified, that finding to be regardless of 
the evils it is alleged would result to packers in the 
destination territory, to the packers west of Chicago, 
and to live stock interests; many served by rail- 
roads other than these respondent in this proceeding; 
also without regard to the truck operators. 

“Each set of carriers has the right to make rates 
in competition with the other set, but, in so doing, 
must stay within the limitations incident to our power 
to prevent undue preference and fix minimum rates,” 
is what the examiner says in defense of the proposition 
that the Commission must find the rates justified. 

In the handling of this case, the examiner ex- 
cluded from the record testimony intended to show 
that truckers might be operating unlawfully and with 
rates less than compensatory. The intent was to have 
the question raised by these rates put off until there 
could be a conclusion on those phases of the subject. 
The examiner said that whether the truck rates were 
lawful was a collateral question not here involved. 
They were, he said, presumed to be not below rea- 
sonable minima until shown to be otherwise in an ap- 
propriate proceeding, which the protestants had a right 
to institute. 

In substance, the examiner proposed that all sug- 
gestions or contentions about the adequacy of the 
truck rates and the right of the truckers to operate 
be laid aside for the disposition of the question of 
whether the railroads had a right to make rates, shown 
to yield from 22 to 27 cents a car-mile, in an effort 
to regain traffic once handled by them but now han- 
dled by trucks in amount great enough to give them 
worry, even if packers and live stock interests did not 
like them, on account of their effect on the markets. 

(Continued on page 758) 
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Current Topics in 
Washington 





An idea among some familiar 
with affairs of the Commission is 
that the Commission will not have 
as much work under the motor 
carrier act as was thought when 
thousands of applications for per- 
mits and certificates were being received. That idea was 
strengthened because, in a few proposed motor reports, it was 
shown that the applicants seemed indifferent about their appli- 
cations, such indifference indicating a possible diminution of 
work. 

Among others the thought is that the volume of work will 
be very great. On some days the papers made public by the 
Commission have raised the question whether, in a short time, 
the work of the Commission would not predominantly be under 
the motor carrier part of the interstate commerce act. For 
illustration on October 14 the Commission laid out for public 
inspection twenty-nine items relating to motor regulation in its 
morning release and only nine railroad items. 

It might be suggested that just at this time watching the 
stream of papers made public by the Commission may remind 
one of the announcements made as to the count of ballots cast 
in straw polls in the presidential campaign. But it will be many 
months, it is believed, before the answer to the question about 
the Commission’s work is made. 


Uncertainty as to 
the Volume of the Com- 
mission’s Motor Work 





Things that appear to amaze the 
scientists, economists and statisticians on 
the government pay roll sometimes are 
discovered by them. At the expense of 
much brain fag on their part and the 
dollars of the taxpayers, they announce 
their Columbus-like achievements. 

On the very anniversary day of the Genoese navigator’s 
landfall the Agricultural Adjustment Administration of the 
Department of Agriculture told the people who pay its bills that 
“increased shipments of goods from industrial states to agri- 
cultural states closely paralleled the increased national farm 
income in the years from 1932 to 1935.” It found that to be a 
fact as a result of an analysis of railway shipments for that 
period, an announcement put out by it said. 

Shipments from sixteen northern and northeastern states 
increased 60 per cent from 1932 to 1935, the AAA said. Farm 
income increased 64 per cent, it added. These facts came from 
a checking of half a million freight bills and waybill abstracts 
of sixteen railroads, said to handle about 75 per cent of the 
traffic in manufactured commodities delivered to the agricul- 
tural regions. 

Simple Simons throughout the country, it is understood in 
Washington, have become bug-eyed with astonishment over 
their learning that farmers, when their income increased 64 per 
cent, bought 60 per cent more manufactured goods from the 
industrial east and northeast. It seems the Simple Simons had 
an idea that when the American farmer got more money to put 
into his wallet, it was his wont to spend the gain in buying 
bananas, oranges, bread fruit and alligator pears. They, seem- 
ingly, had not imagined that the farmers would spend any of 
the increase in buying such things as plows, harrows, reapers 
and mowers, or automobiles, shoes, clothing or cream separators. 


How Wonderful, 
Two and Two 
Make Four! 





In the seventh century 
there was a mayor in the palace 
of the Merovingian kings who 
strove mightily for the upbuild- 
ing of the then not so hefty 
Frankish dominion, named 
Pepin of Landen, Landen being a place in the Netherlands. 
Preceding Pepin of Heristal, grandfather of Charlemagne, the 
Landen Pepin is not so well known as the Pepin who set aside 
the Merovingians and took over the title that went with the 
power he had long exercised. Pepin Landen was Pepin Heristal’s 
grandfather. 

Should Alfred M. Landon be elected President of the 
United States next month, it is safe, it is believed, to wager 
that some one will trace his line back to the Netherlander 
Landen. The fact that all genealogies going back to the tenth 


Landon, If Elected, 
Probably Will Be Ac- 
corded Illustrious Lineage 
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century are under grave suspicion even if they are of royal 
families, will mean little or nothing to those intent on proving 
that “blood will tell.” - 

Having connected the oil man from Kansas with the 
Karlings, or Carlovingians if that form is preferred, it will be 
in order to point out that the Howards of England, Dukes of 
Norfolk, premier dukes, walking right next to the royal dukes, 
also claim Karling descent, through a female line.. The Howards 
are said to be so proud that they regard the royal family of 
their realm as but little better, in a genealogical sense, 
upstarts, although some of the supposed genealogists show a 
connection between the Karlings and Alfred, the almost legend- 
ary hero of the Saxons. That the Howards are now so high hat, 
if they are, does not blot out the fact that two of the female 
Howards were wives of that lusty Tudor, Henry VIII, and lost 
their heads. 

When Herbert Hoover was elected President it was figured 
out that his ancestor lived on what the English older than that 
now generally used, called a hide of land, in Switzerland, the 
German being called a hube of land. Huber can be taken as 
hube converted into an adjective and rendered into English 
as Hoover. 

Election of a man to the presidency places him among the 
mighty of the earth, even if his performances are no more 
illustrious than the works of hundreds and thousands who have 
been kings, emperors and other whatnot of rules by what they 
called divine right. But, it might be suggested, neither Landon 
nor any other man put into the White House needs believe the 
things they tell him about the big jobs his ancestors acquired. 
Mathematically every American is related to many kings, em- 
perors, counts, dukes and hospodars. 





The make-up man of the Washington Post, 


Advice to the man on a publication who decides how the 
Cérdinal matter therein shall be arranged it may be said 

for the benefit of laymen, may have intended to 
Pacelli? point the way for Cardinal Pacelli, the Papal 


Secretary of State, now in this country on an 
undisclosed mission, when he made up that journal a few days 
ago. And then again it may be but one of those juxtapositional 
happenings that mean nothing except to the frivolous. Imme- 
diately under speculation as to what, if anything, the Cardinal 
was seeking, the make-up man placed this advice: 

For quick results at the lowest cost, use Post classified ads. 





Few of the brickbats of a 
rather warm presidential cam- 
paign, men in Washington have 
noted, have been aimed at the 
Reconstruction Finance Corpora- 
tion. That financial relief bank, 
for that is what it really is, was set up before the Roosevelt 
administration came into power. It was authorized by a half- 
poltically hostile Congress on suggestion of a Republican Presi- 
dent. That, it may be believed, accounts for the fact that the 
hurlers of clay confetti have ignored it. If that is the explana- 
tion of the comparative immunity of the relief bank, the fact 
might suggest to the country that it would be well for it, at all 
times, to have divided poltical responsibility. It would add 
another to the checks and balances devised, with utmost delib- 
eration, by the makers of the Constitution. 

It is easy to recall only two transactions that have caused 
notable criticism of the RFC. One was the loan to the Dawes 
bank in Chicago. The other was in relation to the financing of 
the proposed dismemberment of the Minneapolis & St. Louis. 

Defense of the Dawes loan is that even if the RFC loses 
a considerable part of it, the loss will be much less than that 
which would have come from thé crashing of banks that it is 
declared would have followed refusal of the loan. There are 
men who believe the RFC could have mitigated, if not pre- 
vented, the horrors of the Detroit bank collapse had it acted 
as it did in respect of the Chicago situation. 

A like argument is made in defense of the Roosevelt spend- 
ing for relief of the unemployed. That, however, is in the vortex 
of politics while the Dawes and Minneapolis & St. Louis moves 
are not—or at least not so much so. 

Authorizations and commitments of the RFC, according to 
the recent announcement of Chairman Jones, including dis- 
bursements of $862,718,843 to other governmental agencies and 
$1,799,983 for relief, in the sense of that word as generally used 
nowadays, have been the enormous sum of $11,307,600,013.60, 
including the two dollar loan to Amos and Andy, it is under- 
stood. Of this sum $1,230,202,981 have been canceled because 
the deals did not go through; and $1,022,615,094.57 remains 
available to the borrowers and to banks in the purchase of 
preferred stock and capital notes. 

Banks and trust companies have been the best customers 


RFC One Relief Agency 
That Has Been But 
Little Criticized 
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of the corporation. Inasmuch as banks and trust companies are 
the custodians of the money of individuals, whether natural or 
corporate, that fact, it might be suggested, shows that it has 
really been a people’s institution. Self-dubbed liberals, perhaps, 
would not assent to the proposition that it has been a people’s 
organization. They are nearly always sure that a bank or any- 
thing that looks like a bank is a work or institution of Plutus, 
coated with whatever of evil there may be in Pluto, the god 
of Hades, both Plutus and Pluto having to do with wealth, or 
mortey, or both. 

Loans authorized to 7,468 of them aggregated $2,472,968,- 
747. While that is the total of loans authorized, the banks and 
trust companies drew out only $1,953,345,355. They have al- 
ready repaid $1,726,894,205 of that vast sum. 

Railroads and their receivers received $507,083,239.11. They 
have not done as well as the banks and trust companies in 
paying off their loans, their repayments totaling only $157,- 
822,661.71. That, it is believed, is easy to understand. Only in 
the last few months has the volume of their business come 
within even far sight of what it was before the smash came in 
the fall of 1929. 

That part of the fishing industry able or willing, or both, 
to obtain loans from the RFC, apparently, has benefited least 
from the improvement of business that has been noted since 
the depth of the depression. It received only $634,200. It has 
repaid only $13,424.43.—A. E. H. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended October 10 totaled 
820,195 cars, 1,069 above the preceding week, 86,041, or 11.7 per 
cent, above the corresponding week last year and 183,196, or 
28.8 per cent, above the corresponding week in 1934; but 
110,910, or 11.9 per cent, under the corresponding week in 1930. 
According to the Association of American Railroads. 

Miscellaneous loading totaled 333.846, merchandise 172,768, 
coal 155,714. grain and products 30,058. live stock 21,911, forest 
products 34,813. ore 60,752 and coke 10,333. 

Railroads the week ended October 3 loaded 819,126 cars 
of revenue freight (see Traffic World, Oct. 10), according to 
the Association of American Railroads. 

All districts reported increases in the number of cars 
— compared with the corresponding weeks in 1935 and 
1934. 

Loading of revenue freight in 1936 compared with the two 


previous years follow: 
1936 1935 1934 

weeks in January 2,183,081 
weeks in February 
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Total ,997, 23,818,058 23,994,858 

Revenue freight loading the week ended October 3 and 
for the corresponding period last year, by districts, was re- 
ported as follows: 


/ 

Eastern district: Grain and grain products, 5,708 and 5,844; live 

stock, 1,325 and 1,187; coal, 33,215 and 27,790; coke, 2,519 and 2,267; 

forest products, 1,611 and 1,938; ore, 3,444 and 3,140; merchandise L. 

C. L., 44,440 and 43,946; miscellaneous, 70,896 and 61,684; total, 1936, 
163,158; 1935, 147,796; 1934, 130,765. 

Allegheny district: Grain and grain products, 3,233 and 3,185; live 
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stock, 1,078 and 892; coal, 37,994 and 30,135; coke, 4,933 and 2,920: 
forest products, 1,494 and 1,241; ore, 12,496 and 5,691; merchandise, 
L. C. L., 31,401 and 32,250; miscellaneous, 71,838 and 53,246; total, 1936, 
164,467; 1935, 129,560; 1934, 109,203. 

Pocahontas district: Grain and grain products, 225 and 298; live 
stock, 300 and 275; coal, 40,493 and 32,875; coke, 473 and 624; forest 
products, 609 and 655; ore, 538 and 331; merchandise, L. C. L., 5,844 
and 5,561; miscellaneous, 7,895 and 6,968; total, 1936, 56,377; 1935, 47,- 
587; 1934, 43,781. 

Southern district: Grain and grain products, 1,992 and 2,325; live 
stock, 1,168 and 1,212; coal, 21,014 and 15,357; coke, 578 and 387; forest 
products, 10,200 and 9,084; ore, 720 and 527; merchandise, L. C. L., 
30,503 and 28,610; miscellaneous, 48,336 and 44,231; total, 1936, 114,- 
511; 1935, 101,733; 1934, 88,606. 

Northwestern district: Grain and grain products, 8,894 and 12,886: 
live stock, 6,622 and 5,889; coal, 7,822 and 7,618; coke, 1,758 and 1,292: 
forest products, 10,055 and 9,038; ore, 36,812 and 21,676; merchandise, 
L. C. L., 20,745 and 19,378; miscellaneous, 42,185 and 36,827; total, 
1936, 134,893; 1935, 114,604; 1934, 97,810. 

Central Western district: Grain and grain products, 7,969 and 8,754: 
live stock, 8,157 and 7,916; coal, 12,560 and 11,186; coke, 252 and 167: 
forest products, 6,319 and 5,885; ore, 3,516 and 2,178; merchandise, L. 
C. L., 26,615 and 24,844; miscellaneous, 54,917 and 47,380; total, 1936, 
120,305; 1935, 108,310; 1934, 105,928. 

Southwestern district: Grain and grain products, 3,855 and 4,243: 
live stock, 1,869 and 2,214; coal, 5,359 and 3,496; coke, 103 and 164: 
forest products, 4,493 and 4,167; ore, 339 and 205; merchandise, L. C. L., 
13,084 and 12,738; miscellaneous, 36,313 and 29,157; total, 1936, 65,415; 
1935, 56,384; 1934, 56,313. 


ELIMINATION OF GRADE CROSSINGS 
The Traffic World Washington Bureau 


“Elimination of railroad grade crossing hazards at an un- 
precedented rate has been made possible by the allocation last 
year of $200,000,000 of emergency relief funds for the purpose,” 
says the Bureau of Public Roads, U. S. Department of Agri- 
culture. “With these funds alone, 2,097 existing grade cross- 
ings will be eliminated, 320 old grade-separating bridges will 
be rebuilt, and 1,037 crossings will be protected by the in- 
stallation of safety gates, flashing signals, or other warning and 
safety devices. 


“Of the 2,097 grade crossings to be eliminated, 1,579 will 
be wiped out by the construction of bridges to carry the high- 
ways under or over railroads; the remaining 518 will be avoided 
by relocation of the highways. 


__ Two hundred and eighty-one of the structures and 136 of 
highway relocations provided for in the last year’s program 
were reported by the bureau as completed on October 1. On 
the same date installation of protective devices had been com- 
pleted at 29 of the planned locations. The total cost of this 
completed work was $18,203,462. 

The greater part of the programmed work, involving an 
estimated cost of $112,929,765, was under contract on October 1 
and in various stages of construction. This work includes the 
building of new grade-separating structures at 830 crossings, 
the reconstruction of 162 inadequate existing structures, the 
avoidance of grade crossings by 246 highway relocations and 
the installation of protective devices at 33 crossings. 

Of the remaining programmed projects, plans have been 
completed and approved by the federal bureau for 174 new and 
36 reconstructed structures, 79 highway relocations, and 624 
protective installations, estimated to cost $27,816,526. These 
additional projects will go under construction as soon as con- 
tracts can be let. 

The bureau reports that grade-crossing projects have fur- 
nished direct employment in recent months to an average of 
40,000 men, and it estimates that indirect employment in the 
production and transportation of materials and equipment in 
the same period has been given to an additional 68,000 men. 


Revenue Freight Car Loading—Week. Ended Saturday, Oct. 3 


Live 
stock 
20,519 
Total all roads " 19,585 
; |29,782 
Preceding week Sept. 26 , 19,321 
Per cent increase over 48 
Per cent decrease under 
Per cent increase over J 
Per cent decrease under 31.1 
Cumulative 40 weeks to Oct. 3. { ,204, 512,607 
‘ 818,598 
Per cent increase over 4.1 
Per cent decrease under 
Per cent increase over 
Per cent decrease under 34.8 


Per cent to 15 year average 85.2. 
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COMMISSION REPORTS 


Rough Rice 


I. and S. No. 4194, rough rice to Baton Rouge and New 
Orleans, La. By division 4. Proposed reduced rates, rough 
rice, carloads, Memphis, Tenn., Helena, Ark., and Greenville, 
Miss., to Baton Rouge and New Orleans, found not justified. 
Suspended schedules ordered canceled and proceeding discon- 
tinued without prejudice to the filing of new schedules, nam- 
ing 14 cent rates with a 60,000 pound minimum. The Illinois 
Central and Yazoo & Mississippi Valley and others proposed 
to establish a commodity rate, 14 cents, minimum 30,000 
pounds, from and to the specified points to meet unregulated 
water competition. These rates were first published to become 
effective April 20, 1936, to apply only on traffic from Arkansas 
under rates on file with the Commission. So that these 14 
cent rates could be applied on any traffic at Memphis no matter 
how assembled, effective May 21, 1936, it was proposed to 
publish them as flat or local rates. Prior to 1906, according 
to the report, water competition necessitated the establishment 
of commodity rates of 10 cents over the Illinois Central system 
between Memphis and other river points on the one hand and 
New Orleans on the other. When water competition disap- 
peared the 14 cent rates southbound were canceled, being re- 
placed by present rates, equal to 17.5 per cent of the corre- 
sponding contemporaneous first class rates. The respondents 
said that they were willing to increase the minimum from 
30,000 pounds to 60,000 pounds, the proposed 14 cent rate from 
Memphis to New Orleans on that minimum yielding $84 a car, 
21.3 cents a car-mile, and 7.09 mills a ton-mile. 


Tallow and Grease Reparation 


No. 23192, Oscar Mayer & Co. vs. B. & O. et al. By divi- 
sion 3. Specific amounts of reparation determined and awarded 
on further hearing to be due the complainant on shipments, 
inedible tallow and grease, Madison, Wis., to Jeffersonville, 
Ind., New York, N. Y., and Jersey City and South Kearny, 
N. J., under prior findings, 201 I. C. C. 393 and 206 I. C. C. 
325. The various amounts found to be due to the complainant 
have been ordered to be paid not later than December 15, with 
interest. The total of the amount is $2,501.95. 


Coal Reparation 


No. 25785, A. S. Nowlin & Co. et al. vs. C. & O. et al., and 
No. 26203, Guy F. Walton vs. Same. By division 4. On fur- 
ther hearing reparation of $3,283.85 has been found to be due 
to the complainant in No. 26203 under the findings in 213 I. C. C. 
101, on account of unreasonable rates, bituminous coal, points 
in Virginia, and West Virginia to Danville, Va. Reparation with 
interest ordered to be paid: not later than December 15. 


Crude Phosphate Rock 


No. 27167, International Agricultural Corporation vs. L. & 
N. et al. By division 3. Dismissed. Rate, crude phosphate 
rock, carloads, Mt. Pleasant, Tenn., to Buffalo, N. Y., on ship- 
ments between January 24 and February 3, 1934, not, unreason- 
able. Damage not shown to have resulted from any undue 
prejudice that might have existed. 


Sawdust 


No. 27247, Brooks-Scanlon Corporation vs. A. C. L. et al. 
By division 4. Rate, 40 cents, sawdust, carloads, Foley, Fla., 
to Chicago, Ill., imposed on shipments made between March 
23 and July 12, 1932, unreasonable but not otherwise unlawful 
to the extent it exceeded 32 cents. Reparation of $612.43, with 
interest, awarded. Chairman Mahaffie dissented. 


COMMISSION ORDERS 


No. 27458, Wisconsin Retail Lumberman’s Association et al. vs. 
Ann Arbor et al. Coal Control Association of Western Pennsylvania 
permitted to intervene. 

No, 27494, E. Rauh & Sons Fertilizer Co. vs. Alton & Eastern et al. 
Darling & Co. permitted to intervene. 

Ex Parte No. 104, part 11, Loulsiana Development Co. terminal 
allowances. Order of August 24, 1936, by its terms made effective 
October 15, 1936, modified to permit the Chicago, Rock Island & Pa- 
cific Railway Co. and Tremont & Gulf Railway Co. to cancel tariffs 
ae allowances affected thereby on not less than three days’ 
notice. 

Ex Parte No. 104, part 11, Louisiana Development Co. terminal 
allowances. Petition filed by the Chicago, Rock Island & Pacific for 
postponement of the effective date of the order entered in connection 
with the fifty-eighth supplemental report. 

No. 27491, Sub. No. 8, Peabody Coal Co. et al. vs. C. & N. W. 
et al. Coal Trade Association of Indiana permitted to intervene. 

Air Mall Docket No. 6, air mail rates for route No. 33. Petition 
of the Postmaster General for reargument before the entire Com- 
mission, denied. 

No. 26720, W. H. Bintz Co. et al. vs. A. & S. et al., and a sub- 
number thereunder, Utah Citizens’ Rate Association et al. vs. Same. 
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Order heretofore entered dated June 30, which, as amended by order 
of August 12, was effective November 17, further modified so as to 
become effective December 17, 1936. 

Il. and S. No. 4143, dairy products from western trunk line to 
official territory. Proceeding reopened for oral argument and recon- 
sideration on the question of alleged undue prejudice to Duluth, 
Minn., and undue preference to Minneapolis and St.-Paul, Minn., and 
other interior western points, in the rate adjustments on dairy prod- 
ucts, in carloads, for application over lake-rail routes from Duluth 
docks, and over rail-lake-rail routes from such interior western points 
via Duluth, to trunk line and New England territory points in eastern 
area A, (a) as proposed by respondents to become effective October 
1, 1935, and originally suspended in said proceeding, and (b) as de- 
scribed in the report in said proceeding, 214 I. C. C. 727, and subse- 
quently established by respondents. 

No. 27511, Weyerhaeuser Steamship Co. et al. vs. Pennsylvania 
et al. State Port Authority of Virginia permitted to intervene. 

No. 27510, Weyerhaeuser Timber Co. vs. Pennsylvania et al. 
State Port Authority of Virginia permitted to intervene. 

No. 27423, Great Falls Traffic Association et al. vs. C. B. & Q. 
et al. Butte Rate and Traffic Association permitted to intervene. 

No. 16295, fertilizers and fertilizer materials between southern 
points. Order of July 19, 1926, vacated and set aside so far as it 
relates to rates on castor-bean hulls or stems, cocoa-bean shells, 
kapok seed meal, senna bean meal, peanut oil cake or oil cake meal, 
and soy (soja or soya) bean oil cake or oil cake meal. 

No. 27418, Traffic Association of the South Atlantic Ports et al. 
vs. A. & R. et al. Southeastern Millers Association permitted to inter- 
vene. 

No. 27368, Georgia Public Service Commission vs. A. G. S. et al. 
North Carolina Utilities Commission permitted to intervene. 

No. 27494, E. Rauh & Sons Fertilizer Co. vs. A. & E. et al. Vir- 
ginia-Carolina Chemical Corporation permitted to intervene. 

No. 27523, Monolith Portland Midwest Co. vs. Santa Fe North- 
western et al. Union Pacific made an additional party defendant. 

No. 27427, City of Philadelphia vs. B. & O. et al. Chamber of 
Commerce of New York permitted to intervene. 


SUSPENDED TARIFFS 


The Commission, division 5, in I. and S. No. M-8, com- 
modities from St. Louis, Mo., to Kansas points, has further 
suspended the schedules embraced within that proceeding from 
October 11 to January 9. The further suspension was made 
on account of the inability of the Commission to dispose of the 
matter within the 90 days of the original suspension. 

In I. and S. No. 4260, the Commission has suspended from 
October 15 until May 15 schedules in supplements Nos. 16 and 
17 to Curlett’s I. C. C. No. A-496 and supplements Nos. 4 and 6 
to Van Ummersen’s I. C. C. No. 290. The suspended schedules 
proposed to reduce the carload rating and minimum weight on 
shipments of fresh or frozen fish, from 70 per cent of first class, 
minimum 24,000 pounds, to 55 per cent of first class, minimum 
20,000 pounds, between points in official classification territory. 
The suspended supplements were marked to show that the 
reductions were proposed on account of motor competition. 

In I. and S. No. 4259, the Commission has suspended from 
October 15 until May 15,-schedules in supplement No. 28 to 
joint tariff, I. C. C. No. A-2639 of L. E. Kipp and I. C. C. 
No. 2758 of J. R. Peel. The suspended schedules propose to 
cancel the routing on carload shipments of petroleum and 
petroleum products from stations on the St. Louis Southwestern 
Railway Lines in Arkansas, Louisiana, and Texas to destina- 
tions in Western Trynk Line territory, in connection with the 
Missouri-Kansas-Texas lines as an intermediate carrier, which 
would result in the application of higher combination rates 
over the eliminated routes. The following examples illustrate: 


To Minneapolis, Minn., from Tyler, Tex., present 44.5, proposed 
60.5; Corsicana, Tex., present 44.5, proposed 59. Rates being in cents 
a 100 pounds. 4 





UNCONTESTED FINANCE CASES 

Report and certificate in F. D. No. 11289, Pittsburgh & Susque- 
hanna Railroad Company receiver abandonment, permitting abandon- 
ment, as to interstate and foreign commerce, by Walter N. Todd, 
receiver of the Pittsburgh & Susquehanna Railroad Company, of the 
entire line of railroad of that company in Clearfield county, Pa., ap- 
proved. 

Supplemental report and order in F. D. No. 10581, Prescott & 
Northwestern Railroad Company bonds, granting authority to ex- 
tend from October 1, 1936, to October 1, 1939, the maturity of $75,000 
of first-mortgage 6 per cent gold bonds, interest during the extended 
period to be at the rate of 5 per cent per annum, approved. 

Report and order in F. D. No. 11300, Central Vermont Terminal, 
Inc., control, etc. (1) granting authority to the Central Vermont 
Terminal, Inc., to issue $5,000 of capital stock, and (2) approving 
and authorizing purchase by the Central Vermont Terminal, Inc., of 
the Central Vermont Transportation Company's leasehold interest in 
Pier 29, East River, New York, N. Y., and acquisition by the Central 
Vermont Railway, Inc., of control of the Central Vermont Terminal, 
Inc., by purchase of capital stock, approved. 

Report and order in F. D. 11321, Ogden Mine Railroad Company 
Control, approving and authorizing acquisition by Central Railroad 
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Company of N. J. of control of the Ogden Mine R. R. Co., through 
stock ownership, approved. Condition prescribed. 

Report and order in F. D. No. 11349, Cambria & Indiana Railroad 
Company Notes, granting authority to issue $400,000 principal amount, 
of serial notes, issue of 1936, to be sold at not less than par and 
accrued interest, and the proceeds applied to the purchase of new 
equipment, approved. 

Supplemental report and certificate in F. D. No. 7611, Central West 
Virginia and Southern -Railroad Company Abandonment, permitting 
abandonment, as to interstate and foreign commerce, by the Central 
West Virginia & Southern Railroad Company of its entire line of 
railroad in Tucker and Randolph counties, W. Va., approved. 

Report and certificate in F. D. No. 11280, Lake Erie, Franklin & 
Clarion Railroad Company Abandonment, permitting the Lake Erie, 
Franklin & Clarion Railroad Company to abandon (1) its Mill Creek 
branch, and (2) part of its Reidsburg branch, in Clarion County, Pa., 
approved. 

Report and order in F. D. No. 11357, Western Pacific Railroad 
Company trustee’s certificates, granting authority to issue not exceed- 
ing $3,000,000 of trustees’ certificates, to be sold at not less than par 
and accrued interest if they bear interest at the rate of 4 per cent 
per annum, but if they bear interest at a lesser rate, to be sold at 
such an amount less than par as would make the effective rate not 
exceeding 4 per cent per annum, and the proceeds from the sale 
thereof to be used to pay a like principal amount of outstanding 
certificates which will mature January 1, 1937, approved. 


Report and order in F. D. No. 11358, Western Pacific Railroad 
Company trustees’ certificates, granting authority to issue not exceed- 
ing $3,700,000 of trustees’ certificates, to be sold at not less than par 
and accrued interest if they bear interest at the rate of 4 per cent 
per annum, but if they bear interest at a lesser rate, to be sold at 
such an amount less than par as would make the effective rate not 
exceeding 4 per cent per annum, and the proceeds used for main- 
tenance and capital expenditures, approved. 


FINANCE APPLICATIONS 


Finance No. 11379. Bangor & Aroostook Railroad Co. asks au- 
thority to issue and dispose of 38,280 shares of cumulative convertible 
preferred capital stock, $100 par a share; 34,800 of the shares to be 
issued and used and the proceeds from the sale of any thereof are 
to be used, solely in redemption of the company’s present outstand- 
ing 7 per cent preferred capital stock; the issue and proceeds of 
3,480 shares to be in reimbursement of the company’s treasury for 
money heretofore expended, for capital purposes, from income or 
other moneys in the treasury of the company, not yet capitalized. 
The application says the money procured from the issue of 3,480 
shares will be used solely to pay the necessary premium of 10 per 
cent involved in the call for redemption of the company’s present 
outstanding 7 per cent preferred capital stock. The applicant also 
asks authority to issue 76,560 shares of common capital stock ($50 
a share par) to be used solely in conversion of, and in exchange for, 
the 38,280 shares of cumulative convertible preferred capital stock if, 
as and when it shall be issued and thereafter presented for conversion 
into common capital stock. The date of redemption is hereafter to 
be fixed by the company if -authority is granted. The applicant 
says that since the original issue of the 7 per cent stock it has earn- 
estly endeavored to reduce its outstanding interest-bearing obligations 
and its annual interest requirements. It says that between January 
1, 1918, and July 1, 1936, the annual interest requirements have been 
reduced from $987,640 to $709,600, and capitalization has been de- 
creased $1,442,400, while in that period there had been a net increase 
in property investment amounting to $5,499,091.43. The annual dividend 
requirement for the proposed issue will be $191,400 which, the appli- 
cation says, is $52,200 a year less than the present annual dividend 
requirement for the 7 per cent preferred capital stock. 

The application says the company is in real need of considerable 
new modern passenger train cars and that this annual saving of 
$52,200 in dividend requirements will permit substantial aid in the 
acquisition and financing of equipment purchases. 

Finance No. 10532. Supplemental. Boston & Maine Railroad asks 
authority to waive its right of redemption of $2,628,000 of its equip- 
ment trust certificates acquired from the Public Works Administra- 
tion by the Reconstruction Finance Corporation. The latter asked the 
carrier to waive tts right to call its certificates for redemption before 
their maturity dates. 

Finance No. 11378. Southern Pacific Co. asks authority to acquire 
the Chowchilla branch of the Visalia Electric Railroad Co., its sub- 
sidiary, for $104,844.48. The Southern. Pacific operates the Chowchilla 
which the application says is remote from other properties owned or 
operated by the Visalia and that this unification of ownership. will 
result in economy. 

BMC-F 123. Campbell Sixty-six Express, Inc., 
asks authority to purchase Roette Truck Line. 

BMC-F 124. Campbell Sixty-six Express, Inc., Springfield, Mo., 
asks authority to purchase the Seaton Transfer Co. The applicant in 
a letter addressed to Director Rogers of the Commission’s Bureau 
of Motor Carriers says the reason that the Seaton Transfer Co. sold 
their truck line to Campbell Sixty-six Express, Inc., was that they 
were unable to meet the requirements which the motor carrier act 
imposed on the truck lines. The Seaton company, the letter said, 
did not feel capable of financing the insurance feature or the necessary 
tariff expense. The only equipment it had, the letter said, was one 
truck, which was made serviceable by the Campbell company which 
added that evidently the safety regulations could not be adhered to. 
The Seaton people, the letter said, turned over all their rights to 
the Campbell company because ‘‘they knew we were in a position to 
furnish daily service and give satisfaction to the shippers in their 
territory.”’ 


Springfield, Mo., 
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BMC-F 125. N. F. Huber, William C. Huber, and Louis H. Huber, 
doing business as Huber & Huber Motor Express, Louisville, Ky., asks 
authority to operate between Louisville and Frankfort, Ky., by pur- 
chase of the Kentucky certificate No. 25 from Hulette’s Transfer Line, 
for $2,000. 

Finance No. 11381. Atchison, Topeka & Santa Fe Railway Co. 
asks authority to gbandon a part of its line beginning on the Hot 
Springs branch to a point near Montezuma College in New Mexico, a 
distance of 5.4 miles, the line having operated at a deficit for the 
past five years. 

Finance No. 11382. Sierra Railroad Co. asks authority to issue 
$708,000 of 5 per cent noncumulative first mortgage income bonds; 
6,740 shares of $100 par value 4 per cent noncumulative preferred stock; 
and 11,680 shares of 50 par common stock. The applicant proposes 
these issues for the reorganization of the Sierra Railway Co. which 
has gone through a receivership in the California courts. The applicant 
says that if it is a successful bidder at the foreclosure sale the 
securities it desires to issue will be used in the reorganization of 
that property. 

Finance No. 11383. Sierra Railroad’ Co. asks approval and au- 
thorization to purchase the properties of the Sierra Railway Co. of 
California and for a certificate to operate its properties. The company 
that is being reorganized has owned mileage of about 59.67 in Cali- 
fornia. 





SHEAHAN TO RESIGN 


Maurice Sheahan, chief of the section of accounts of the 
Commission’s Bureau of Accounts, is expected to resign from 
the Commission’s staff, shortly, to accept a place in the Keeshin 
trucking organization. He has talked about resigning with 
some of his superiors but they have not received a resignation. 


SUPREME COURT ACTION 


The Traffic World Washington Bureau 


The Supreme Court of the United States at its session 
October 12 took the following action in cases involving trans- 
portation: 


No. 307, Isbrandtsen-Moller Co., Inc., appellant, vs. U. S. 
et al. Appeal from the district court of the United States for 
the southern district of New York. The court noted that it 
had probable jurisdiction to review this case, which involves 
the validity of an order issued by Secretary of Commerce Roper 
requiring appellant to file tariffs with the Shipping Board 
Bureau. 


No. 324, The Virginian Railway Co., petitioner, vs. System 
Federation No. 40, Railway Employes’ Department of the 
American Federation of Labor et al. Petition for writ of cer- 
tiorari to the United States Circuit Court of Appeals for the 
fourth circuit, granted. The Virginian in this case raises ques- 
tions as to constitutionality of the railway labor act and action 
of the National Mediation Board with respect to the carrier 
being required to treat with representatives of employes certi- 
fied by the board. 


No. 100, W. P. Brown & Sons’ Lumber Co. et al., peti- 
tioners, vs. L. & N. et al. Petition for writ of certiorari to 
the Courts of Appeals for the sixth circuit, granted. This case 
involves a controversy between shippers of lumber and car- 
riers in respect to construction of a rule in freight tariffs, com- 
monly known as the combination or Jones rule. 


No. 264, The Pennsylvania Railroad Co. et al., petitioners, 
vs. Pittsburgh, Lisbon & Western Railroad Co. et al. Peti- 
tion for writ of certiorari to the Circuit Court of Appeals for 
the sixth circuit denied. Petitioners sought injunction prohibit- 
ing defendants from constructing 12 miles of railroad between 
a dock on the north bank -of-the-Qhie ‘River at Smith’s Ferry, 
Pa., and a connection with the P. L.°& W. at Negley, O. 


No. 122, A. B. C. Fireproof Warehouse Co., petitioner, vs. 
A. T. & S. F. Petition for writ of certiorari to the Circuit 
Court of Appeals for the eighth circuit denied. This case in- 
volved an action to recover damages for alleged failure to 
deliver shipment of automobiles from Kansas City, Mo., to Los 
Angeles, Calif. 

No. 68, The Sauk River Lumber Co., petitioner, vs. North- 
ern Pacific Railway Co. Petition for writ of certiorari to the 
Circuit Court of Appeals for the ninth circuit denied. Peti- 
tioner sought in this case to recover alleged overcharges on 
intrastate shipments of logs in Washington. 


No. 279, Gulf, Mobile & Northern Railroad Co., petitioner, 
vs. Commissioner of Internal Revenue. Petition for writ of 
certiorari to the Circuit Court of Appeals, fifth circuit, denied. 
Question involved was whether petitioner was entitled to deduct 
from income for 1929 the amount of losses sustained by it on 
exchange of securities for the physical properties of its sev- 
eral subsidiary companies in that year. Circuit Court of Ap- 
peals denied the right to take the deductions. 
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Proposed Reports in I. C. C. Cases 





GRAIN DOOR CHARGES AND RULES 


With the exception of the amount of the charge for cooper- 
ing cars for bulk-grain loading, Examiner R. G. Taylor, in No. 
27284, Board of Trade of the City of Chicago et al. vs. Abilene 
& Southern et al.; No. 27286, Minneapolis Traffic Association 
et al. vs. Chicago & North Western et al.; and No. 27290, 
Amarillo Grain Exchange, Inc., vs. Chicago, Rock Island & Gulf 
et al., has recommended that the Commission find not unrea- 
sonable the rules, charges, regulations and practices of western 
carriers relating to the furnishing and installation of grain 
doors. The question as to their quality was raised by the 
complaints under consideration against the tariffs of the car- 
riers which became effective July 1, 1935. The examiner sum- 
marized his report as follows: 


Upon consideration of the rules, charges, regulations, and prac- 
tices relating to the furnishing and installation of grain doors, or 
lumber for the protection of interstate carload shipments of grain, 
grain products or seed, in bulk; as published on July 1, 1935, by the 
western lines for application at certain terminal elevator points in 
western trunk line and southwestern territories and at border points, 
found: 

It is not unreasonable to require that the shippers shall install 
grain doors at their own expense. 

Where grain doors are installed by the carrier it is entitled to 
a reasonable charge for the service rendered. 

That the incorporation of adequate rules in defendants’ schedules 
which will act as a deterrent against wanton destruction of their 
property is reasonable and proper. Subject to modification recited 
in report, present rules found not unreasonable. 

That where the shipper installs grain doors for bulk-grain load- 
ing, the coopering work will be deemed to begin at stock piles as 
defined in the report. 

That where the shipper installs grain doors for bulk-grain load- 
ing it is not unreasonable to require him to inspect, sweep and 
make minor repairs to cars. 

That the clause in the existing schedules requiring the shipper 
to make prior arrangements for the service where he desires the 
carrier to-cooper cars for bulk-grain loading is not unlawful. 

That the charge published by defendants for coopering cars for 
bulk-grain loading, where the installation is performed by them or 
by their agents, is unreasonable. Reasonable charges prescribed and 
reparation awarded. 


Collectively, the examiner said, the complaints alleged that 
the rules, charges, regulatfons and practices relating to the 
furnishing and installing of grain doors, or lumber in lieu 
thereof, for the protection of interstate shipments of grain, 
grain products, or seed, in bulk, in carloads, as published by 
the western carriers for application at terminal elevator points 
in western trunk line and southwestern territories but also in- 
cluding Milwaukee, Wis., Chicago, East St. Louis, Peoria, 
Pekin and Springfield, Ill., St. Louis, Mo., and Memphis, Tenn., 
were unreasonable and unlawful in violation of section 1 and 6 
of the interstate commerce act. - The Commission was asked 
to prescribe new rules, charges, regulations and practices, and 
to award reparation. 


As to reparation, the complainants and defendants entered 
into a stipulation agreeing that all proof of damage might be 
deferred until the major issues had been determined. Inter- 
ventions in support of the complaints were filed in one or more 
of these cases by the Louisville Board of Trade; Quaker Oats 
Co., Chicago, Ill.; railroad commissioners of North Dakota, and 
Annan Burg Grain & Milling Co.; R. H. Baumgartner & Co.; 
Knowlton Grain Co.; Mack Cook Grain Co.; Mullally Evans 
Co.; Picker & Beardsley Commission Co.; Schultz & Niemeier 
Commission Co.; Schwartz Grain Co.; and Terminal Grain Co., 
all of St. Louis. The examiner said that an unsuccessful effort 
had been made by the grain interests to have the rules, charges 
and regulations suspended when they were filed in 1935. 


Defendants said, according to the report, that the primary 
purpose of the grain door item established July 1, 1935, was 
to simplify their tariffs, remove unjust discrimination, elim- 
inate all wasteful practices such as those criticized by the 
Commission in its reports in the western grain case, docket 
No. 17000, part 7, and to recoup some of the loss amounting 
to about $6,000,000 estimated by them to result from the find- 
ings in that case. Furnishing of car doors is an item of con- 
siderable expense. The Santa Fe estimated its annual cost at 
$179,440. 

By the schedules under attack the western carriers revised 
the rules with respect to grain doors or lumber for necessary 





side and end barricades for interstate shipments of grain, grain 
products, seeds and other articles taking same rates, in bulk, in 
carloads. 

Among the provisions in the schedules under attack is one 
making a charge of $5 for a grain door destroyed or appro- 
priated by the shipper. The examiner said that the Commis- 
sion should require the railroads promptly to incorporate in 
the schedules a definition of the word “destroys” so as to re- 
move uncertainty as to what was meant by that word in rela- 
tion to the $5 charge. 

There was a dispute between the shippers and the carriers 
as to where coopering of a car for grain loading was begun, 
whether at the point where grain doors were piled for reclama- 
tion or at the piles where they were placed according to own- 
ership for further use. The examiner said that the coopering 
work should be deemed to be begun at the stock piles. The 
examiner said that the Commission should find that in those 
instances where the railroad acted or had acted as shipper’s 
agent in installing grain doors at the terminal elevator points 
specified in the schedules under consideration the charge of $1 
a car was and for the future would be unreasonable to the 
extent it exceeded or might exceed 60 cents a car where the 
car was fully coopered, and 25 cents a car for “reloads.” 

Reloads are cars that have doors installed on one side of 
them and require the placing of doors on only one side when re- 
loaded. Reloads result when cars are made empty at an ele- 
vator by the removal of the doors on one side but not on both 
sides is used again. When such a car is reloaded the work of 
preparing it for the next shipment is much less than when it 
is prepared by the placing of doors on both sides. 


FISH RATE REVISION 


A revision of the rates and rules on fresh fish and other 
sea food from southern territory to eastern destinations has 
been proposed by Examiner Burton Fuller in I. and S. Nos. 
4203 and 4209, fish and shrimp from the south to eastern cities, 
in lieu of the revision proposed by the carriers. He has recom- 
mended that the Commission find not justified the rates and 
rules proposed by the carriers, and cancellation of the sus- 
pended schedules. 

The railroads proposed to cancel the commodity rates on 
fresh and frozen fish, carloads, minimum 20,000 pounds, leav- 
ing sixth class rates, minimum 24,000 pounds, to anply; cancel 
class and commodity rates on fresh and frozen shrimp, car- 
loads, minimum 24,000 pounds, and provide in lieu thereof cer- 
tain other commodity rates, minimum 40,000 pounds; cancel 
commodity rates on oysters, leaving class rates to apply; pro- 
vide for the application as minima of the official territory class 
rates in effect from the border gateways; change the existing 
provision for mixed carloads; and cancel rules for the free 
transportation of ice,placed in the containers with fresh fish 
and shrimp, and substitute rules which would make the pro- 
posed rates applicable on the gross weight of the commodity, 
container, and package ice, or, where the shipments were not 
weighed at origin, on the actual gross weights at destination. 

Southern fish interests, southern trade bodies and associa- 
tions objected and the schedules, were suspended. 


Eastern trunk line and New England carriers supported 
what the examiner called the most important factor in con- 
nection with the schedules under suspension. That factor, he 
said, was the proposed elimination for the first time of all 
allowance whatsoever for the weight of the package ice for 
shipments of fish and shrimp. The northern and eastern lines 
urged also that as the icing allowance had been eliminated in the 
north, it should also be cut out from the south to the north. 
Proposals somewhat similar to those contained in these tariffs, 
the examiner said, were considered and found not justified by 
division 5 in Fresh Fish, Delaware, Maryland and Virginia, to 
Southern Points, 197 I. C. C. 689, and in I. and S. No. 3996, 
Fresh Sea Food from and to the South, 210 I. C. C. 605. The 
examiner said the situation presented by the record was prac- 
tically the same as that set forth in the report in I. and S. No. 
3996 with exceptions noted by him, one of which was that the 
competition of private trucks for this traffic had increased. 
He said the carriers adduced no evidence in support of their 
proposal to make destination weight apply and, he added, there 
appeared to be no occasion therefor as these commodities were 
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shipped under weight agreements. 


In disposing of the matter 
the examiner said: 


The Commission should find that respondents have not justified the 
proposed suspended schedules and that: 

1. The sixth-class rates, minimum 24,000 pounds would not exceed 
reasonable maximum rates on fresh and frozen fish subject, however, 
to a rule providing for the assessment of the charges on the actual 
gross weight of the shipment (fish, containers, and package ice), less 
20 per cent of the gross weight for the weight of the package ice. 

2. The fifth-class rates, minimum 30,000 pounds, eliminating the 
class-rate arbitraries on shipments from peninsular Florida, subject 
to a rule providing for a deduction of 30 per cent of the gross weight 
of the shrimp, package ice, and containers, on shipments in barrels and 


25 per cent on shipments in boxes, would result in reasonable charges 
on shrimp. 


3. The record warrants no different conclusion with respect to the 
rates on oysters, shucked or in the shell, in straight carloads, than 
that reached in I. & S. 3996, namely, the classification bases, third 
class, minimum 15,000 pounds, on shucked oysters, and fourth class, 
minimum 24,000 pounds, on oysters in the shell. 

4. Respondents have justified the proposed changes in the mixed 
carload rule and the proposed minimum rate provision but have not 
justified the proposed destination weight rule. 


KEESHIN-SEABOARD PLAN 


Based on the history of the earning power of the Seaboard 
Freight Line properties, J. Edward Davey, chief of the finance 
section of the Commission’s Bureau of Motor Carriers, in a pro- 
posed report in MC-F 12, Keeshin Transcontinental Freight 
Lines, Inc., acquisition of control of Seaboard Freight Lines, 
Inc. (Connecticut), S. F. L., Inc. (New York), Seaboard Freight 
Lines, Inc. (Massachusetts), and United Motor Lines, Inc. (Con- 
necticut), has recommended that the Commission deny the 
application for authority to acquire control of the Seaboard 
properties, by the purchase of stock for $250,000. Chief Davey’s 
view is that the price is not warranted by what he calls the 
“small value” of Seaboard’s assets. 

“Viewing the proposed acquisition of control strictly from 
a transportation standpoint,” says the Davey report, “it seems 
clear from the evidence that the proposal, if consummated, 
would result in certain elements of benefit to the public. This, 
however, is not the only factor to be considered. The price at 
which the stock is acquired and its effect, directly or indirectly, 
on the public, form an extremely important element that must 
be considered in determining whether or not the consummation 


of the instant transaction would be consistent with the public 
interest.” 


The net worth of Seaboard, according to the report, on 
April 22, 1936, excluding the item of $9,958 for good will, was 
$63,189. The difference between the purchase price of $250,000 
to be paid for the stock of thai company under the agreement 
and the net worth, as stated, of that company’s business, 
namely, $186,811, represented, said Mr. Davey, the aggregate 
value of such intangible items as permits, franchises, good will, 
and going concern value. That amount, the report added, was 
$176,853 greater than the amount of $9,958 carried as good will 
in the same balance sheet. In this connection, continued the 
report, applicant’s witness explained that if approval of the 
proposed transaction was obtained, it was contemplated writ- 
ing down such items to a nominal value of $1. 


The application was the formal step by means of which 
the Keeshin operations were to be extended into New England. 
Applicant, eager for some time to extend its system operations’ 
into New England, according to the report, was advised to 
and did look into the Seaboard operation with the result that 
an agreement was made to purchase the stock of the Seaboard 
and its subsidiaries for the sum mentioned. The agreement 
was made subject to approval of the Commission. The transac- 
tion was financed by Lehman Brothers, New York bankers. 
The parties in interest created Motor Carrier, Inc., to facilitate 
transactions. 

Trunk line territory railroads, New England railroads and 
the Middle States Motor Carrier Conference, Inc., intervened 
and protested. They, said the report, raised the question 
whether the transactions in the matter were not in violation 
of section 213(b)(1) making it unlawful for any person to 
accomplish, effectuate or participate in accomplishing or effec- 
tuating the control or management in a common interest of any 
two or more motor carriers which are not also carriers by rail- 
road, however brought about. It was the contention of the 
protestants, the report said, that Lehman Brothers effectually 
dominated the affairs of the Keeshin companies as well as the 
Seaboard. Testimony in support of that contention was sub- 
mitted. On that point the report says: 


While these matters present a strong inference that the interest 
dominating the management and operation of Seaboard also indirectly 
controls the affairs of the Keeshin companies, the facts and evidence of 
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record are not sufficiently definite to warrant a conclusion upon this 
point and it is here unnecessary to reach a conclusion for reasons which 
will hereafter be made clear. If further investigation of the facts in 
regard to this matter indicate a violation of section 213 (b) (1), the 
Commission may take appropriate action under the provision of sub- 
paragraph (2) of section 213 (b). 


The reasons why Mr. Davey deemed it not necessary to 
reach a conclusion on that phase of the subject were set down 
by him in connection with the other question which he held 
was raised by the application, namely, “Will the proposed 
acquisition of control be consistent with the public interests?” 

After enumerating some of the advantages it was cla'med 
would flow from the acquisition, the report says: 


It is evident from the record, and conceded by applicant, that the 
asset value of the stock does not warrant the price to be paid there- 
for. Applicant’s main justification for the consideration is based on 
prospective earnings and the value of State certificates and ‘‘grand- 
father’’ clause rights held by Seaboard. It states, but has made no 
attempt to prove, that if it undertook to extend its present system op- 
erations into New England the cost of initiating and developing a busi- 
ness comparable in scope to that of Seaboard would entail an expendi- 
ture considerably in excess of $250,000. It emphasizes that while it could 
obtain other lines in that territory at a lesser price, Seaboard is the 
most desirable from the standpoint of management, personnel, and 
traffic. 

There is no earning value for the stock for the year 1934, as a de- 
ficit of $32,000 was suffered in that year. For 1935 and the first four 
4-week periods of 1936, net income of $35,753 and $28,553, respectively, 
are reported. The average annual net income, based on the earnings, 
for the 2 4/13 years stated, is $13,999. This amount allocated to 1,001 
shares to be acquired for the purchase price of $250,000 approximates 
$14 per share or a ratio of about 18 to 1. It is expected, according to 
the testimony, that the earnings of Seaboard for the remaining periods 
of 1936, will be maintained at the same or greater proportion by rea- 
son of economies to be effected as a result of the proposed acquisition. 
While forecasts of savings and earnings are helpful in determining 
whether the transaction will be consistent with the public interest, 
there must also be considered the actual record of past earnings and 
the value of the assets to be acquired as compared with the considera- 
tion therefor. 

The transaction considered was consummated on December 9, 1935, 
and the original contract of purchase between applicant and vendors 
was made on November 4, 1935. It seems reasonable to assume that a 
substantial portion of Seaboard’s revenues in 1935 and the fractional 
period of 1936, is attributable to Keeshin influence and that the re- 
sults of operations for those periods are not representative of the nor- 
mal earning capacity of that carrier. As heretofore noted, it was tes- 
tified that Keeshin possesses a large number of national accounts which 
provide considerable business and that since negotiations for the ac- 
quisition of control of Seaboard were made public there has been a 
material increase in the revenues of that carrier. 

In view of Seaboard's history as to earnings during the time prior 
to that operation being under Keeshin influence, and the small value 
of Seaboard’s assets as compared with the proposed purchase ‘price, 
it does not appear that the price to be paid by applicant for the Sea- 
board stock is justified, or that the expenditure of the amount involved 
would be a provident commitment of applicant's funds, particularly 
since applicant is seeking authority by separate application to issue se- 
curities to obtain funds with which to finance the proposed acquisition. 

The proposed acquisition of control upon the terms and conditions 
set forth is not shown to be consistent with the public interest, and 
accordingly the application should be denied. 


RAIL OWNERSHIP OF TRUCKS 


Disregarding corporate entities, Examiner Robert R. Hen- 
don, in MC-F 7, the Cleveland, Columbus & Cincinnati High- 
way, Inc., purchase of property and certificates of Reo Trans- 
portation Co., has recommended that the Commission find it 
not promotive of public interest for the Erie, the Chesapeake 
& Ohio, and Pere Marquette to use service by motor vehicle 
as proposed in this application. The examiner treats the prop- 
erty involved as being controlled by the railroad companies 
mentioned. 

The applicant sought authority under section 213 to pur- 
chase the property and certificates of Reo Transportation Co. 
for $33,000. It has been using the property of the Reo com- 
pany since the beginning of this year. The Reo company, 
according to the report, has not been operating as a motor 
carrier since last January, its properties and franchises having, 
since that time, been operated by the applicant. According to 
the report the Ohio Public Utilities Commission approved the 
purchase. 

It was represented, said.the examiner, that the U. S. Truck 
Lines, Inc., owned all or a majority of the stock of 16 motor 
carrier corporations, including all of the stock of applicant, 
and that 58 per cent of the stock of the U. S. Truck Lines was 
owned by Standard Carloading Corporation. The applicant and 
U. S. Truck Lines, Inc., the examiner added, had several of- 
ficers and directors in common, while the board of directors 
of U. S. Truck Lines, Inc., and Standard Carloading Corpora- 
tion had six members in common. The stock of the Standard 
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Carloading Corporation, he said, was owned by three hold- 
ing companies, the Erie Land & Improvement Co., Virginia 
Transportation Corporation, and Lake Erie Coal Co., Ltd., in 
equal parts. The stock of the last three named companies, 
he said, was owned by the Erie, the Chesapeake & Ohio and the 
Pere Marquette, respectively. The report says: 


Based upon the foregoing, it appears that the evidence is in- 
sufficient to justify a finding by the Commission that the purchase 
by the Cleveland, Columbus & Cincinnati Highway, Inc., a corporation 
controlled by Erie Railroad Company, the Chesapeake and Ohio Rail- 
way Company, and Pere Marquette Railway Company, carriers other 
than motor carriers, of property and certificates of Reo Transporta- 
tion Company, upon the terms and conditions set forth in the applica- 
tion, will promote the public interest by enabling the Erie Railroad 
Company, the Chesapeake and Ohio Railway Company, and Pere Mar- 
quette Railway Company, to use service by motor vehicle to public 
advantage. It is, therefore, recommended that the application be 
denied. 


No intervening petitions were filed and no representation 
in support or against the approval of the application, the exam- 
iner said, had been made. It was stipulated on the record 
that the application and accompanying exhibits be incorporated 
and be made part of the record. Filing of briefs was waived. 

The applicant, according to the report, owns about 500 
motor vehicles, 200 of which are power units, and 300 are 
trailers. It uses them over regular and irregular routes in 
Ohio, Michigan, Illinois, Indiana, Pennsylvania, West Virginia 
and Kentucky, serving more than 1,800 points. At many of 
these points, according to the report, it performs a pick-up and 
delivery service. In 1935, says the report, it paid $563,530 as 
rent for equipment. The Reo company owned nine trucks, 
three tractors and three trailers while it was operating as a 
common carrier, prior to the transfer approved by the Ohio 
commission, in Ohio and West Virginia. 

Applicant contended that the approval of this transaction 
was not required under section 213 because fewer than 20 
motor vehicles were involved in the purchase. 

The examiner said that for the purpose of determining 
jurisdiction in cases under section 213, providing exemption 
where fewer than twenty vehicles were involved, consistency re- 
quired the interpretation of the word “involved” to include all 
motor vehicles operated by, for, or in the interest of the appli- 
cant or applicants, irrespective of ownership or of contract, 
express or implied, plus the number of such motor vehicles be- 
ing acquired, or becoming subject to control, as a result of the 
oy ag under consideration. That part of the statute reads 
as follows: 


Except where a carrier other than a motor carrier is an applicant 
or any person which is controlled by such a carrier or carriers by 
railroad or affiliated therewith within the meaning of section 5 (8) of 
part I, the provisions of this section requiring authority from the 
Commission for consolidation, merger, purchase, lease, operating 
contract, or acquisition of control shall not apply where the total 
number of motor vehicles involved is not more than twenty. 


Agreement between the avplicant and the Reo company 
provided that the latter would not enter into the motor truck- 
ing business either directly or indirectly for a period of five 
years in competition with the business of the purchaser within 
the territory covered by the certificates contemplated in the 
proposed transaction, either as a stockholder, partner, agent, 
employe, or in any capacity whatsoever. 


Applicant’s general balance sheet as of January 31, the 
examiner said, showed assets aggregating $794,761.33. The 
income statement showed that while the company in 1935 had a 
net income of $220,238.01 its net income in January, 1936, was 
$2,016.11. From the foregoing financial data, the examiner 
said, it was not unreasonable to assume that the applicant 
would meet with some difficulty in consummating the transac- 
tion considered, without financial assistance from some source 
other than its own treasury, although the applicant’s vice 
president testified he felt that no difficulty would be encoun- 
tered. The examiner pointed out that both buyer and seller 
were operating in the same territory and in competition with 
each other, at practically all points served by the vendor. 
Approval of this acquisition, he said, would eliminate one very 
effective competitor of the applicant. 


PROPOSED REPORTS 


Electric Refrigerators 


No. 27220, Norge Corporation vs. Long Island, and No. 
27271, Raymond Rosen, Inc., vs. Reading. By Examiner L. H. 
Macomber. Dismissal proposed. Examiner proposes the Com- 
mission find that for transportation purposes the classification 
description “cooling boxes or refrigerators and cooling or 
freezing apparatus combined” and the note in connection 
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therewith is a proper and appropriate description of so-called 
electric household refrigerating machines shipped from Mus- 
kegon, Mich., to New: York, N. Y. Also proposed that the 
fourth class rating be found to have been and to be applicable. 
Examiner recommended outstanding undercharges be waived. 


Peaches and Beans 


No. 27282, J. B. Easterlin, Jr., vs. B. & O..et al. By Ex- 
aminer Charles A. Rice. Charges, one mixed carload, peaches 
and green beans, Montezuma, Ga., to Macon, Ga., reconsigned 
to Grand Rapids, Mich., thence reconsigned to Detroit, Mich., 
proposed to be found to have been applicable when the ship- 
ments moved July 7, 1933. Proposed to be found that the 
charges were unreasonable to the extent they exceeded those 
based on $1.16, minimum 21,670 pounds. Proposed that other 
charges be waived. 

Fuel Oil 


No. 27336, Kelley-Williamson Co. et al. vs. Alton et al. 
By Examiner Alfred G. Hagerty. Dismissal proposed. Esti- 
mated weight of 6.6 pounds a gallon, claimed as the established 
basis for computing freight charges, fuel oil, points in the 
midcontinent field to destinations in Iowa, Illinois, Wisconsin, 
Minnesota, and the upper peninsula of Michigan proposed to 
be found not to have been authorized by the applicable tariff. 


Shrimp 


No. 27356, Canaveral Pier & Fish Co. vs. A. C. L. et al. By 
Examiner Carl A. Schlager. Dismissal proposed. Rate, one car- 
load, fresh shrimp, Cocoa-Rockledge, Fla., to Chicago, IIl., 
shipped January 6, 1933, not unreasonable. 


Lettuce 


No. 27380, Lewis Meyer Co. et al. vs. B. & C. et al. By 
Examiner L. J. P. Fichthorn. Recommended the carload 
minimum weight, 20,000 pounds, lettuce, Cincinnati, O., to 
Detroit, Mich., applied on shipments between May 25, 1932, 
and May 16, 1933, be found unreasonable to the extent it 
exceeded 15,000 pounds. Reparation proposed. 


Fresh Meats 


No. 27392, Jacob Dold Packing Co. vs. Erie et al. By 
Examiner Harold B. Brown. Dismissal proposed. Rates, meats, 
fresh and cured, mixed carloads, Buffalo, N. Y., to points in 
eastern trunk line territories proposed to be found not unrea- 
sonable or otherwise unlawful. 


PROPOSED MOTOR REPORTS 


BMC 2743, application of Dixie Greyhound Lines, Inc., for 
extension of operations and BMC 29957, application of Tri-State 
Transit Co. of Louisiana, Inc., for extension of operations. By 
Examiner B. E. Stillwell. Certificates proposed to be issued 
to Dixie Greyhound Lines, Inc., and Tri-State Transit Co. of 
Louisiana, Inc., to operate as common carriers of passengers, 
baggage, light express, mail and newspapers, between Memphis, 
Tenn., and Jackson, Miss., the certificate of the Dixie Grey- 
hound lines to be subject to the condition that that carrier 
shall not pick up or deliver passengers or property at points 
intermediate between Jackson and Memphis except as may be 
authorized between Memphis and Hernando, Miss. 

BMC 50038, application of Spring and White. By Exam- 
iner H. C. Lawton. "**Recommended that application for a cer- 
tificate as a common carrier of property from Worthington, 
Minn., and vicinity, to Chicago, Ill., and from Milwaukee, Wis., 
and vicinity to Worthington, Minn., and vicinity, be denied 
without prejudice, for failure to submit proof. A grant of the 
application was opposed by the railroads serving the territory- 
in which the applicants propose to operate. Applicants ap- 
peared by their counsel, at the time and place set for hearing, 
counsel saying that the applicants were not prepared at the 
time to proceed with the hearing and to produce proof in 
support of the application. 

BMC 6113, application of Warren H. Doberer. By joint 
board No. 36, composed of Ernest E. Blincoe of Kansas and 
John C. Highberger of Missouri. The board recommends that 
a certificate be denied to operate as a common carrier of com- 
modities generally between points in Clay County, Kan., and 
Kansas City, Mo., on the ground that present facilities had not 
been shown to be inadequate to serve the shipping public. 
The application was opposed by the railroads and the Mid- 
Western Motor Freight, Inc. 

BMC 29957, application of Tri-State Transit Co. of Louisi- 
ana, Inc. By Examiner B. E. Stillwell. Examiner recommends 
that a certificate be issued to the applicant to continue opera- 
tion as a common carrier of passengers, baggage, express, mail 
and newspapers between points and over certain routes in 
Texas, Louisiana, Mississippi, and Arkansas by reason of havy- 
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ing been engaged in such operation on June 1, 1935, and since 
that time. He has also recommended the issuance of a certifi- 
cate to that company to continue to operate between Camden, 
Ark., and Malvern, Ark., that operation having been begun 
August 4, 1935. The Illinois Central opposed the certificate. 

MC-F 41, Chauncey E. Huber and Ernest H. Kern, acqui- 
sition of control of C. A. Conklin Truck Line, Inc. By Exam- 
iner Frank A. Clifford. Recommended that the Commission 
approve and authorize acquisition by the applicants of control 
of the C. A. Conklin Truck Line, Inc., by purchase of its capital 
stock for $30,000, subject to the condition that the applicants 
submit to the Commission in writing within 15 days from the 
service of this report, a statement showing that adequate se- 
curity has been pledged for the entire amount of the loan of 
$30,000 obtained from the Brown Avenue Transportation Co. 
and used in payment for the stock of the C. A. Conklin Truck 
Lines, Inc. Each of the applicants borrowed $15,000 from the 
Brown Company. 

BMC 50783, common carrier application of John J. Ray- 
mond, doing business as Raymond Transfer. By joint board 
No. 115, composed of Frank J. McArdle, Frank M. Libby, and 
Harold L. Gerrish, of Maine. Board recommends certificate 
authorizing applicant to operate as a common carrier of pas- 
sengers, etc., between Houton, Me., and Woodstock, N. B. Can., 
over U. S. highway No. 2 to the international boundary line. 

BMC 50667, application of Marie R. Sahadi. By joint 
board No. 42, composed of Thomas L. Hanson of New Jersey 
and P. Stephen Stahlnecker of Pennsylvania. Recommended 
that certificate be denied for operation as a common carrier 
of commodities generally between Olean, N. Y., and Edgewater, 
N. J., the board saying that rail facilities were ample and 
could handle considerably more traffic with present equipment 
between Olean and Edgewater. 


BMC 50166, application of Walter H. Crook. By joint 

board No. 93 composed of Robert E. Powell of Nebraska. Pro- 
poses that permit be denied to operate as a contract carrier 
of commodities generally between Valentine, Neb., and Omaha, 
Neb. The applicant, the board said, did not appear at the 
hearing. 
BMC 50040, application of Joseph B. Walton. By Exam- 
iner A. J. Sullivan. Examiner proposes grant of a permit au- 
thorizing applicant to operate as a contract carrier of commod- 
ities generally except spirituous liquors, between Philadelphia, 
Pa., and Washington, D. C., via Baltimore, Md. The Trunk 
Line Association, Middle Atlantic Motor Carrier Conference, 
Inc., and other motor interests opposed the application. 


BMC 50039, application of Drexel Clair Tucker. By joint 
board No. 36 composed of Ernest E. Blincoe of Kansas and 
John C. Highberger of Missouri. Board recommends denial 
of the application to operale as a contract carrier of com- 
modities generally except high explosives and inflammables, 
between Baldwin, Kan., and vicinity and Kansas City, Mo. 

BMC 50033, application of S. D. G. Dress Delivery, Inc. 
By joint board No. 42, composed of P. S. Stahlnecker of Penn- 
sylvania, M. C. Cleveland of New York and Thomas L. Hanson 
of New Jersey. Board recommends a permit for continued 
operation as a contract carrier of cut dress material and trims 
from New York, N. Y., to Easton and Bethlehem, Pa., and 
dresses on hangers from Eastgn and Bethlehem to New York. 
The application was opposed by railroad and motor interests. 

BMC 29778, application of Yellow Cab Transit Co., Okla- 
homa City, Okla. By joint board No. 52, composed of Ernest 
E. Blincoe of Kansas. Board recommends that the Commis- 
sion deny the application for a certificate to operate as a com- 
mon carrier of property between the Missouri-Kansas line and 
Arkansas City, Kan., via Baxter Springs, Kan., by extension 
of service. The recommended report said there was no evi- 
dence whatsoever that public convenience required the service. 
The report listed the service provided by the Missouri Pacific, 
the St. Louis-San Francisco and the Tri-State Motor Trans- 
—_ Inc., protestants, in the territory covered by the applica- 
ion. 

BMC 2866, application of Edwards Motor Transit Co. By 
Examiner A. S. Parker. Examiner recommends grant of cer- 
tificate permitting applicant to continue as a common carrier 
of passengers, light express and newspapers between points in 
New York, New Jersey, Pennsylvania and Ohio and to engage 
in special or charter operations under rules and regulations 
prescribed by the Commission under the motor carrier act. 

MC F-45, Lester J. Lishon—acquisition of control of Nu-Car 
Carriers, Inc., by Examiner Frank A. Clifford. Recommends 
authorization of purchase of capitol stock of Nu-Car Carriers 
by applicant. 

BMC 22112, application of the Motor Convoy, Inc. By Ex- 
aminer S. A. Aplin. Examiner proposes that the Commission 
issue a permit authorizing applicant to continue as a contract 
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carrier of automobiles and automobile parts and accessories 
over irregular routes between Atlanta and points in Alabama 
and points in North Carolina and Tennessee by reason of 
bona fide operations prior to July 1 and since that time. The 
examiner says the applicant should be found not to have been 
in bona fide operation as contract carrier on July 1, 1935, or 
as common carrier on June 1, 1935, of automobile tires, tubes, 
and accessories between Gadsden, Ala., and Atlanta, Ga., or 
of tire fabric from points in Georgia to Gadsden and therefore 
not entitled to a permit or certificate on account of such 
operation. Before this application was heard the applicant 
requested that effective April 1, 1936, it be permitted to be 
named as party to tariffs filed by Agent Dempsey for the 
Southern Motor Carriers’ Rate Conference. The request was 
denied. 

MC 29778, applications of Yellow Cab Transit Co. Ex- 
aminer P. S. Peyser proposes that application be granted in 
part and denied in part, the cab company having asked for a 
certificate under the first proviso of. section 206 (a) to operate 
as a common carrier of commodities generally, with exceptions, 
over routes between points in Kansas, Missouri, Oklahoma, and 
Texas. The examiner said the applicant was entitled to a 
certificate over routes Nos. 1, 3, and 7 and that part of route 
No. 2 between Denton and Dallas, Tex. He recommended an 
order requiring the applicant to cease operation as a com- 
mon carrier over the routes not approved at the end of 30 
days from the date of the Commission’s order in this case. 

MC 30423, application of Sam Gresham. By Examiner S. 
A. Aplin. Recommended that the Commission issue a cer- 
tificate authorizing continuance as a common carrier of com- 
modities generally with exceptions between points in Okla- 
homa and points in Louisiana by reason of cperation before 
June 1, 1935, and therafter. 

MC 50054, application of Charles Edward Acheson. By 
joint board No. 50, composed of Edward E. Wheeler of Colo- 
rado and M. J. Foley of Wyoming. Recommended that a cer- 
tificate be denied authorizing the applicant to operate as com- 
mon carrier between points in Colorado and Wyoming within 
a radius of 250 miles of Cheyenne, Wyo. 

MC 66817, application of A. M. Whitney. By joint board 
No. 25, composed of D. C. Moore of Kentucky and W. H. Tur- 
ner of Tennessee. Board recommends authorization as com- 
mon carrier of commodities generally between Jackson, Tenn., 
and Russellville, Ky., via Milan, Clarksville, Tenn., and Guth- 
rie, Ky.; between Jackson, Tenn and Union City, Tenn.; be- 
tween Fulton, Ky., and Milan, Tenn.; between Union City, 
Tenn., and Paris, Tenn.; between Memphis, Tenn., and Fulton 
and Hickman, Ky., and between Russellville, Ky., and Hopkins- 
ville, Ky., via Owensboro, Ky. 


AGRICULTURAL MOTOR CARRIERS 


Denial of a certificate to operate as a common carrier by 
motor vehicle has been recommended by Examiner Thurston 
B. Johnston in a report in BMC 50110, application of Edward T. 
Merritt, one of a series of applications involving operations of 
motor carriers transporting agricultural products in one direc- 
tion and who desire to carry return loads of other commodities 
(see Traffic World, Aug. 22, p. 347). 

Merritt asked for a certificate to operate as a common 
carrier by motor vehicle of commodities generally, in inter- 
state commerce, between points in the states of Delaware, 
Maryland, Virginia, North Carolina, Pennsylvania, New Jersey, 
Rhode Island, Massachusetts, Connecticut, New York and the 
District of Columbia over irregular routes. 

Approximately 90 per cent of applicant’s entire transpor- 
tation, said the examiner, consisted of agricultural commodities, 
and applicant sought authority to transport only truck load 
quantities in one direction and truck load or less-than-truck 
load quantities on his return trip, if destined to points in the 
Delmarva peninsula. 

Grant of the application was opposed by railroads, the 
Railway Express Agency, the Victor Lynn Transportation Com- 
pany and the Middle Atlantic States Motor Conference, repre- 
senting approximately 500 motor carriers. In disposing of the 
application, the examiner said: 

Protestants show that there are now numerous common carrier 
truck lines, railroads, and railway express services operating between 
points in the territory here involved. These carriers have available 
all necessary equipment and terminal facilities and are in position to 
extend their facilities to accommodate the demands of the public. For 
example, the Victor Lynn Transportation Company is now operating 
a daily common carrier motor vehicle service between points in the 
Delmarva Peninsula, from Cape Charles to Wilmington, Del., and to 
points in Pennsylvania, New Jersey, New York, Maryland and the 
District of Columbia. Likewire the Railway Express Agency furnishes 
two daily express services from and to points in the Delmarva Penin- 
sula and to points in various other states. The railroads are furnishing 
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daily freight service from and to practically all the points in question. 
No dissatisfaction was manifested by any parties in respect of the 
above service, which appears to be adequate. 

There is no evidence of record which indicates that there is any 
‘demand for applicant’s services other than the fact that applicant de- 
sires to forego his exemption as an exclusive agricultural commodity 
hauler for the benefit of transporting return pay loads of other com- 
modities. Obviously, applicant’s desire to transport general commodi- 
ties is not for the public convenience, but for his own convenience, and 
then only when the most desirable traffic is available. Furthermore, 
there was no evidence relative to any specific carriage of general 
commodities, ‘except one shipment of line. 


Examiner Johnston in MC 50136, application of Floyd A. 
Tull deals with a situation and issues raised by the application 
of a carrier of agricultural commodities who desires to forego 
his exemption as a carrier of such commodities so as to obtain 
the benefit of regulation and transporting return pay loads 
of other commodities. In this as in the proceeding cases the 
examiner recommends denial of a certificate. 

Examiner Thurston B. Johnston, in BMC 50106, application 
of Raymond E. Bryan, has recommended that the Commission 
deny a certificate permitting the applicant to operate as a 
common carrier of commodities generally between points in 
Delaware, Maryland, Virginia, North Carolina, Pennsylvania, 
New York, New Jersey, Connecticut, Rhode Island, Massachu- 
setts and the District of Columbia. The business of the appli- 
cant is similar to that of Edward T. Merritt, applicant in BMC 
50110, and the issues are similar. 


SOUTHWESTERN CASES 


The Traffic World Washington Bureau 


The Commission, by order in No. 13535 et al., consolidated 
southwestern cases, on petition of the defendants which was 
opposed by the Oklahoma commission and other Oklahoma 
interests, has further amended its order of April 5, 1927, as 
since amended, in the following particulars: 


(a) So as to eliminate from said proceedings, and from the 
requirements of said order, post caps and bases, cast iron sills, and 
harrow teeth (packed), listed: in paragraph 24, iron and steel articles, 
of appendix 10 to the aforesaid report of April 5, 1927. 

(b) So as to permit publication of a reduced rate of $3.15 per ton 
of 2,240 pounds for application to the transportation of iron or steel 
blooms or ingots, in straight or mixed carloads or in mixed carloads 
with iron and/or steel billets, carload minimum 67,200 pounds, between 
Kansas City, Mo., and Sand Springs, Okla., without provision for 
— in rates on said commodities to, from, or between other 
points. 

(c) So as to permit publication, in connection with tariff items 
providing carload rates on wrought iron or wrought steel pipe or 
tubing for application between points in the southwest and in Texas 
and Oklahoma differential territories, as defined in said proceedings, 
shown in Agent J. R. Peel’s tariffs I. C. C. Nos. 2785, 2702, 2787, 
2803, 2795, 2662, 2788, 2703. 2329, 2659, 2711, and 2690, and between 
said points, on the one hand, and points in western trunk line, Illinois, 
official, and southern territories, on the other hand, without corre- 
sponding provision elsewhere, the following note: ‘‘Wrought drill pipe, 
not in coils, may have drill pipe couplings or joints affixed, or integral 
joints.’’ 


The Commission has denied the petition of the railroads 
seeking authority to publish reduced carload rates for applica- 
tion of trisodium phosphate from St. Louis, Mo., and East St. 
Louis and Chicago, Ill., and points grouped therewith to Joplin, 
Mo., without providing reduction in rates on that commodity 
from or to other points. 


DAIRY SHIPPERS AND ICING 


At a meeting of the National Poultry, Butter and Egg 
Association, at the Hotel Sherman, Chicago, October 12, a reso- 
lution was adopted instructing the executive committee of the 
association to continue its efforts to broaden the issues in the 
Commission’s icing investigation. The resolution read as follows: 


Whereas by an order of the Commission, dated June 2, 1936, in 
I. C. C. 20769, railroad companies were ordered to increase the cost 
of ice and to assess certain charges for performing refrigeration 
services, and 

Whereas by another order of the Commission, dated September 
29, 1936, the said order of June 2, 1936, was vacated and set aside 
in certain respects, and 

Whereas in its order of September 29 the Commission ordered a 
hearing to be held in the city of Chicago on October 27, 1936, which 
order too greatly narrows, limits and circumscribes the issues involved 
and sets the hearing for a date that is too early to permit of proper 
preparation on the part of shippers of poultry, butter, eggs and 
cheese. 

Now, therefore be it resolved by the members of the National 
Poultry, Butter and Egg Association in annual convention assembled 
in Hotel Sherman in the city of Chicago this 12th day of October, 
1936, that the execttive committee of said association be and hereby 
is authorized, in the name of the association and in the names of 
individually interested members thereof to do all things needful in 
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efforts to broaden the scope of the Commission’s hearing so that all 
questions involved may be presented, and to do all things needful 
in efforts to secure a postponement of said hearing to a date after 
October 27 that will permit of proper preparation and presentation 
and, further, to take such other and further action in the premises 
as it may deem necessary and proper. 


REFRIGERATION CHARGES 


The Illinois Central, Gulf & Ship Island, Mobile & Ohio, 
and the Yazoo & Mississippi Valley by’ petition in No. 20769, 
charges for protective service to perishable freight, have asked 
the Commission for authority to make refund of charges where, 
on and after September 10, 1936, the higher basis of section 4 
charges in Dearborn’s I. C. C. No. 7 have been collected. They 
have also asked authority to waive collection of undercharges 
where, on and after September, 1936, the higher basis of sec- 
tion 4 charges has been billed against shippers but the charges 
have not been collected. The petition is founded on the desire 
of the carriers mentioned to have all their shippers placed on™ 
an equality in the matter of section 4 refrigeration charges 
notwithstanding the injunction issued by the federal court in 
Chicago and the confusion resulting from the charges pre- 
scribed by the Commission in this case having been held up 
by the action of the court. 


MOTOR ORDERS EFFECTIVE 


The Commission has issued a notice to parties in BMC 
50190, application of Joseph A. O’Neal, that the recommended 
report and order of joint board No. 40 therein has become the 
Commission’s order and is in effect. It went into effect be- 
cause no exceptions were filed within the 20-day period allowed 
for that purpose and the Commission did not stay or postpone 
the order recommended by the board.. 

The Commission has issued a like order in BMC 50007, 
common carrier application of Clarence L. Davis, no exceptions 
having been filed and the Commission not having postponed 
or stayed the recommended order. The recommended order 
became effective in accordance with its own terms. 

BUS LINE ORDER EFFECTIVE 

The Commission has served notice to the parties in BMC 
75875, common carrier application of Dayton Brothers’ Bus 
Line, Inc., that the recommended order prepared by joint board 
No. 8, has become effective. The certificate therein recom- 
mended by the board thereby has been granted, allowing the 
applicant to establish a bus service between Franklin, N. C., 
and Madisonville, N. C. 





MOTOR BOARDS DISAGREE 


Because Porter Dunlap and Gillis Cato, members of joint 
board No. 4, are unable to agree on a report to be recom- 
mended by them in BMC 2743, application of Dixie Greyhound 
Lines, Inc., for a certificate as a common carrier of persons, 
etc., between Memphis, Tenn., and Jackson, Miss., the Com- 
mission, division 5, has transferred the duty of making a pro- 
posed report in that case to Examiner B. E. Stillwell. The 
order making the transfer says that Examiner Stillwell was 
present at the hearing held by the board at Memphis, Tenn., 
on March 2, 3 and 4, 1935, to advise with and assist the joint 
board. Examiner Stillwell has been authorized to make a 
proposed report. 

Similar action has been taken by the Commission in BMC 
29957, application of Tri-State Transit Co. of Louisiana, Inc., 
for a certificate as a common carrier of persons between Jack- 
son, Miss., and Memphis, Tenn. That case was referred to 
joint board No. 4, composed of Messrs. Dunlap and Cato. Ex- 
aminer Stillwell was also present at the hearing in this case 
on March 2, 3 and 4 and has therefore been authorized to make 
a report. 

MOTOR CARRIER INSURANCE 

The Commission has denied the petition of the National 
Association of Motor Carriers Insurers, Inc., and member 
companies, for reargument as to and modification of rule VIII 
of the rules and regulations governing the filing and approval 
of surety bonds, policies of insurance, qualifications as a self- 
insurer or other securities and agreements by motor carriers 
and brokers. The rule referred to was prescribed by the 
Commission with regard to policies of insurance as amended by 
endorsement required by these rules, covering bodily injury lia- 
bility, property damage liability and cargo liability. 

One of the contentions of the petitioners was that the rule 
denied to the smaller insurance companies the right to compete 
in the open market with companies having a greater capital 
and surplus, for the patronage of motor carriers requi 
by the Commission’s rules to assure their responsibility as to 
claims for bodily injury, property and cargo damage by 
carrying insurance. 
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RAIL RATE CHANGE PROPOSAL 


Commenting on the proceedings of the conference between 
representatives of the railroads and of the National Industrial 
Traffic League at Washington October 1 (see Traffic World, 
Oct. 3, p. 611), traffic executives of railroads serving the Pacific 
Coast and intermountain territory said that the proposed rate 
changes made public at the conference and printed in The 
Traffic World were proposed for application between points 
in states east of the Pacific Coast and intermountain territory. 
For the Pacific Coast states and intermountain territory separate 
committees are considering rate proposals which will later be 
submitted, it was said. 

The situation as to transcontinental rates, as was briefly 
explained by the chairman at the conference of October 1, is 
being handled on a somewhat different plan from that adopted 
in the east and middle west. This is for the reason that trans- 
continental rates are made with relation to the intercoastal 
rates, being depressed below a normal basis by the effect of 
steamship competition via the Panama Canal. Following the 
emergency increases published by the rail lines in a “blanket” 
tariff, under authority of the Commission, effective April 18, 
1935, the steamship lines made comparable increases in the 
water rates upon substantially the same list of commodities. 
Therefore, the relation of rates as between the rail routes and 
the water route, also the relation of rates as among various 
commodities and various territorial groups which have been in 
effect since April 18, 1935, will be preserved on this transcon- 
tinental traffic by now incorporating in the regular tariffs of 
the transcontinental lines the same increases now carried in 
the “blanket” emergency tariff. This is what the transcon- 
tinental lines propose as to commodity rates, it was announced. 
No increases are proposed in the class rates. 

In the event the railroads file tariffs with a view to 
retaining some part of the revenue accruing from _ the 
emergency charges permitted by the Commission’s decision in 
Ex Parte No. 115, without first having obtained a lifting by the 
Commission of so-called maintenance orders (see Traffic World, 
October 10, p. 671), it is believed the Commission will direct 
them to withdraw such tariffs on the ground that they are 
in violation of outstanding orders. Warrant for such a direc- 
tion, it is claimed among those who think that lifting orders 
are needed as a condition precedent to the filing of tariffs, is to 
be found in a letter written by Chief Examiner Butler, 
in I. and S. No. 4035, lumber between points in official terri- 
tory, 214 I. C. C., p. 493. 

Carriers in that case filed petitions asking the Commission 
to reopen fifteen lumber cases in which there were outstanding 
orders affecting rates within official territory, and to consolidate 
them with a suspension proceedings. The motion to reopen was 
denied September 26, 1934. The carriers, said the Commission 
in that case, requested that proposed tariffs which they had 
filed be suspended “in order to prevent violation of outstand- 
ing orders of the Commission.” 

Chief Examiner Butler, in a letter to Alfred S. Knowlton, 
attorney for the official territory lines, told the railroads that 
the Commission had denied the petition for reopening. Then 
he added: 

“I am authorized to advise petitioners that they are in vio- 
lation of the Commission’s orders in these cases and that they 
will be expected to promptly remedy the situation.” 

The Commission, in its report, said schedules “which were, 
contrary to those prescribed as reasonable in the cases referred 
to were withdrawn.” It did not, however, set forth in its 
report the fact that Mr. Butler had written a letter advising the 
carriers to withdraw the tariffs. 


ROOSEVELT AND RATES 
The Traffic World Washington Bureau 


References to transportation charges made by President 
Roosevelt in his address at Chicago the night of October 14 
aroused discussion as to what changes had been made, up or 
down, in such charges since March 4, 1933, when the President 
took office, and as to “administration” influence with the Com- 
mission. 

The President in his address enumerated things that had 
been done since his administration came into office and which, 
according to him, resulted in benefit to business and to the 
country. His remarks with respect to transportation charges 
follow: 


Are you in railroads? Freight loadings are steadily going up. 
Passenger receipts are steadily going up—have in some cases doubled 
—because your government made the railroads cut rates and make 
money. * * * 

We have given the business man cheaper transportation rates. 


The President's remarks, it is pointed out, imply that there 
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is a relation between the White House and the Commission— 

that the Commission has been carrying out administration 
licy. 

"3 Passenger fares have been reduced by order of the Com- 

mission but freight rates have been raised since March 4, 

1933. 

With respect to passenger fares, southern and western rail- 
roads had put in experimental reduced passenger fares before 
the Commission instituted its investigation, which finally re- 
sulted in the issuance of the order reducing fares last June. 

In its order instituting the passenger fare investigation in 
June, 1934, the Commission referred to the reductions made by 
western and- southern carriers by saying that the respective 
levels of fares maintained by the respective common carriers 
by railroad and in the several rate territories of the United 
States varied to such degree that question had arisen as to 
the lawfulness of some or all of such fares. Initiation of the 
investigation, it was stated at the time (see Traffic World, June 
16, 1934, p. 1129), might be attributed in large measure to the 
long avowed belief of Commissioner Porter that the railroads 
would obtain a greater revenue from their passenger business if 
they had lower fares. When the Commission’s report was made 
in the passenger fare case (see Traffic World, March 7, 1936, p. 
415), it was stated that it was regarded as the culmination of 
a four-year fight by Commissioner Porter for lower passenger 
fares as a means of salvation of the carriers. Commissioner 
Porter had taken the position indicated before March 3, 1933. 

In General Rate Level Investigation, 1933, No. 26000, in 
the matter of rates and charges of carriers by railroad sub- 
ject to the interstate commerce act, decided July 31, 1933, the 
Commission found that the existing level of freight rates, ex- 
cluding emergency surcharges which were to expire September 
30, 1933, was more than 20 per cent below that of 1920 and 
more than 10 per cent below that immediately following Re- 
duced Rates, 1922. It was held that the freight rate level was 
not depressing the volume of traffic or business of the country 
as a whole and that general rate reductions would not stimulate 
the aggregate volume of traffic by railroad, except so far as 
they would tend to recover traffic from competing forms of 
transportation. Existing freight rates and charges, in the aggre- 
gate, in the country as a whole or in the several rate groups, 
or as applied to specified commodities or descriptions of traffic, 
were not shown to be unreasonable, said the Commission in 
discontinuing the proceeding which had its origin in a petition 
filed January 25, 1933, alleging that interstate rates on all 
basic commodities were unreasonably high. 

In Emergency Freight Charges, 1935, Ex Parte No. 115, 
in the matter of increases in freight rates and charges, 1935, 
decided March 26, 1935, the Commission granted permission 
for establishment by the railroads of specified increases in rates 
and charges until June 30, 1936, in view of the emergency 
confronting the railroads. On further hearing in this proceed- 
ing the Commission, in its decision of June 9, 1936, denied the 
supplemental petition of the carriers praying for permission to 
continue indefinitely the emergency charges authorized in the 
original report but authorized continuance of specified charges 
until December 31, 1936. These charges, it has been estimated, 
have produced additional revenues of around one hundred mil- 
lion dollars a year. 

If. the President had in mind rail freight charges when 
he said, “We have given the business man cheaper transpor- 
tation rates,” it is pointed out, he was not informed as to the 
record. The carriers, of course, notwithstanding increases in 
rates authorized by the Commission, have reduced many freight 
rates to meet competition of other transportation agencies but 
the President’s remarks did not indicate he was thinking of 
other than what he termed governmental action. 


DIXIE GREYHOUND SECURITIES 

Authority has been granted by the Commission, division 5, 
in No. MC-F 60, Dixie Greyhound Lines, Inc., issuance of serial 
notes for $150,000, embracing also No. MC-F 61, the Greyhound 
Corporation—assumption of liability, to the Dixie Greyhound 
Lines to issue five serial promissory notes of $150,000 aggregate 
principal amount, the proceeds to be applied to construction of 
a garage and office building, and purchase of new equipment, 
and to the Greyhound Corporation to assume obligation and 
liability as endorser in respect of the notes. The notes will be 
payable to the Continental Illinois National Bank and Trust 
Company of Chicago and mature $30,000 annually, with interest 
rates of 2, 2.5, 3 and 3.5 and 3.5 per cent per annum on one, 
two, three, four and five-year notes. Approximately $130,000 
of the $150,000 to be borrowed, according to the report, will 
be used for construction of a brick garage and office building 
at Memphis, Tenn. The remainder will be applied agaist the 
purchase price of 15 new coaches, amounting to $225,000, pay- 
able one-fourth in cash and the balance in ninety days. 
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Clubs Convention 


Addresses by Lewis, Lynde, and Rogers—Expansion of Educational Program—Increase in 
Membership — Snow Reelected President — New York for Next Meeting — 
Professionalization of Traffic Management Disposed Of 


A final check on the attendance at the fifteenth annual con- 
vention of the Associated Traffic Club of America, held at the 
Biltmore Hotel, Dayton, Ohio, October 13 and 14, it was an- 
nounced at the closing session, showed a registration of 852, 
with 52 member clubs represented by delegates. In the last 
six months, since the New Orleans convention, the association 
has grown from 82 to 85 member clubs, with prospects of sev- 
eral more additions before the next convention, which will be 
held next spring in New York. Homer S. Snow, of St. Louis 
was reelected president. 

The association decided to expand greatly its educational 
work, in charge of the committee headed by Prof. G. Lloyd 
Wilson, of the University of Pennsylvania, and expenditure of 
the necessary funds was authorized. The proposal that the 
association engage in a movement for professionalization of 
traffic management was disposed of by the substitution of the 
additional program for educational and research work. 

The convention was called to order at 10:30 o’clock Tues- 
day morning in the ballroom of the Biltmore Hotel by Presi- 
dent Homer S. Snow, with about three hundred persons pres- 
ent. The invocation was by the Rt. Rev. Monsignor Charles A. 
Ertel, Holy Family Church. Brief addresses of welcome were 
made by Charles J. Brennan, mayor of Dayton, and H. S. 
Malone, president of the Miami Valley Traffic Club, host to 
the convention. Thomas F. Costello, president of the Cincin- 
nati Club, co-host, was also introduced. President Snow re- 
sponded briefly to the greetings. Announcements were made 
by F. A. Doebber, secretary of the association, and WW: F. 
Kromphardt, chairman of the local general arrangements com- 
mittee. 

President Snow appointed a committee to bring in, at 
the afternoon session, the nominations to be voted on the next 
day. H. W. Roe, of Tulsa, was chairman. The other members 
were: Frieda Harke, St. Louis; Ralph Bird, New York; J. : 8 
Kornfeld, New Orleans; Stanley Low, St. Paul; Carl Stripp, 
Cleveland; W. E. Gates, Louisville; C. E. Giles, Chicago; and 
Frank Klaveness, Los Angeles. 

The roll call of member clubs was conducted with decorum, 
but showed that many clubs were not represented on the floor 
though delegates from them were known to be in the city. The 
secretary said the hotel reservations showed 61 of the 85 clubs 
had sent delegates. 


Report of Direcotrs 


The report of the board of directors was made by Henry A. 
Palmer, chairman, as follows: 


Your board of directors held its regular preconvention session 
yesterday, canvassing the reports of committees and attending to other 
business, some or most of which will come before you in other ways 
at one time or another in the course of this convention. The main ob- 
ject of this report is to inform you as to matters that will not so come 
before you in other ways. 

It is, however, proper for me, in reporting for the board, to ask 
for your close attention later in these proceedings, especially when the 
membership and the education and research committees make their 
reports. The report of the former will show a continued healthy growth 
of our organization, and the report of the latter will inform you as 
to the details of plans for the extension of our educational work. For 
this purpose your board authorized the expenditure of a lump sum of 
$500 and an expenditure of twelve hundred dollars a year by Dr. Wil- 
son’s committee. The report of the finance committee will show that 
we are able to do this and still keep our budget balanced. 


In connection with the report of the committee on education and 
research you will also be informed as to the disposition of the proposal 
for a movement by this organization looking toward the professionali- 
zation of traffic management, that matter having been in the hands 
of a special committee headed by Dr. Wilson. 


A resolution adopted by the Traffic Club of St. Louis and sent to 
our association for possible action, advocating aggressive and intensive 
efforts among candidates for and members of Congress against govern- 
ment ownership of railroads was the subject of special consideration by 
the board. It was decided that the secretary of the association should 
transmit to member clubs copies of the resolution together with an ac- 
count of what the St. Louis club has done in pursuance of it, and 
that this work should be further prosecuted among member clubs by 
a special committee, composed of T. C. Burwell, of Decatur; Homer 
S. Snow, of St. Louis; and Harold W. Roe, of Tulsa. 

Another resolution offered by the Traffic Club of St. Louis pro- 
posed a campaign of education among business executives as to the 


value of well conducted traffic departments. After full consideration 
this matter was referred to the committee on education and research 
with instructions to make, through a subcommittee, a careful study 
of the subject and submit a report at the meeting of the board six 
months hence. The committee on education and research may, in its 
report to be heard later in these convention proceedings, say something 
about this matter, but, at any rate, your clubs will hear from it in due 
course with requests for facts and suggestions. 


A resolution offered by the Birmingham Club a year ago asking the 
association to refrain from adopting resolutions that required ratifica- 
tion by member clubs was stricken from the docket. 


The matter of advertising in the Associated Traffic Clubs Bulletin 
was left with the executive committee for such action as it might deem 
proper. 

On suggestion of Prof. L. C. Sorrell, chairman of the committee on 
Transportation Research Institute, that committee was discharged with 
thanks. The times have made it impossible to set up the kind of insti- 
tution we had in mind but Professor Sorrell has individually made 
some studies that have been disseminated among our clubs. 


The special committee to draft a uniform constitution for the guid- 
ance of new clubs reported, but desired further time to perfect its 
work, which it promised to do in the next six months. 


There is nothing in this report of your board of directors that re- 
quires action by this convention. It is respectfully submitted as infor- 
mation. ‘ 


Simplification of Regulation 


The first formal speaker of the convention was Cornelius 
Lynde, commerce attorney, Chicago, on the subject, “Simplifica- 
tion of Regulation.” He was introduced by Mr. Palmer as one 
qualified by both his knowledge and experience and his close 
study of the subject to discuss it. He spoke as follows: 


I believe the first step towards simplification of the regulation 
of interstate transportation is a clear understanding of our existing 
statutory system, and particularly an appraisal to determine whether 
that system meets the changed conditions in the transportation field, 
in view of the fact that the motor carrier act has obviously been 
adopted in the light of these changed conditions. What was the 
original scheme of regulation? For what purpose was it adopted? 
Is there any change so far-reaching as now to require a new or 
different plan of regulation? And, particularly, has the situation 
originally requiring this scheme changed in such a fundamental way 
as really to raise the question whether the original scheme fits the 
ecnanged conditions? 

It seems to me clear the act to regulate commerce was first 
adopted in order to protect the public from the evils of the monopoly 
ot transportation service by one form of transportation—railroads— 
and also from the evils of unlimited and uncontrolled competition 
by the several units making up the railroad system. The dependence 
of the public upon rail service justified protection. The competition 
of railroads taking advantage of or derived from the competition of 
shippers, markets, commodities, and localities finally become so acute 
as to bring about wide and intolerable differences in the treatment 
accorded the shipping public by the railroads, and, thus, protection 
was required. So the fifain purpose of the act was to require fair and, 
under similar circumstances, uniform treatment of the shipping public. 
These regulations to this extent limited the theretofore unrestrained 
rail competition. But it is apparent, as demonstrated by many pro- 
visions in the statute, that the restraint of competition referred to 
was only included in the law to the extent necessary to procure fair 
treatment. The theory of Congress in regulating rail competition 
to the extent it did, did not go on any conception of a regulated 
monopoly, aside from the fact that, at the time there was, in fact, 
a monopoly of transportation service by that form of carriage. Com- 
petition among those affording this service was clearly the policy of 
the act, subject only to restraint of such forms of competition as 
would produce public evil. 


It is believed that most of the later extensions or amplifications 
of the original act followed a more or less logical development of 
the original plan—such a control of railroad policy—in other words, 
rail competition—as would insure fair treatment to the shipping 
public, while preserving, and frequently by express terms, command- 
ing the continuance of competition among the railroads. For instance, 
by section 5 (1), pooling of freight between competing roads was 
forbidden except when authorized by the Commission. In the con- 
solidation plan sections, the power of the Commission to approve con- 
solidations is limited by the requirement that competition shall be 
preserved as fully as possible and existing routes be maintained. 
The Panama Canal act limited the rights of railroads to own competing 
water carriers. Officers and directcrs in common is prohibited with- 
out the Commission’s authorization. There are, of course, other pro- 
visions illustrating the same policy. 

The transportation act of 1920, to the extent that it assumed 
responsibility for the maintenance of rail revenue, even if by an 





eee 


or tN ne ge erate 
ers iw ty Bae, 


% 


beagles 


= 


i yg ; : a 
shape e  ae 


PAGE 728 


unworkable plan, it seems to me, may properly be regarded in this 
particular as designed to maintain healthy competition. 


Motor Regulation to Help Railroads 


The main theory of the act, therefore, was not changed, and 
continued in force until the provisions of the transportation act of 
1933 led up to the motor carrier act. The practical situation had, 
however, materially changed. The railroads were severely hit by 
the depression, but even worse in its effect upon them was the 
growth of highway transportation. This, in fact, destroyed the 
monopoly of transportation service by one form of carriage and 
resulted in an excess of transportation facilities. 

I mention the depression as one of the principal elements in 
this change in the practical facts of the matter because it seems to 
me that the new legislation, particularly the policy back of it, was 
the product, to a considerable extent, of a desire to meet the financial 
difficulties of the railroads rather than a recognition of the need 
for further protection of the shipping public from evils developing 
in the motor transportation field. In other words, the motor carrier 
act, seems, when analyzed, to have resulted, not from the same 
motive or conception of public necessity which led to the original 
act to regulate commerce, but, rather, because it was deemed neces- 
sary to help the condition of the railroads. 

The motor carrier act resulted from the transportation act of 
1933. This act, among other things, created the office of the co- 
ordinator, and section 13, of the act, imposed upon the coordinator 
specific duties to submit recommendations for legislation. No con- 
sideration of the involved language of this section can avoid the 
conclusion that Congress, in these provisions, very definitely re- 
quired the coordinator to submit regulations designed to improve 
the railroad situation. This command was, of course, coupled with 
the suggestion of a due consideration of the public interest, but 
the emphasis upon improvement of railroad conditions is clearly 
implied in the law. In other words, the coordinator, in drafting 
regulations, was clearly directed to do so with two primary purposes 
—first, of furthering the public interest; second, of improving the 
condition of the railroads—and I submit that the motor carrier act 
must be considered to have been drafted with a due regard to this 
double Congressional mandate. I think some of the criticism un- 
justly heaped upon the coordinator is undoubtedly due to the failure 
of’ the public to understand that Congress, so clearly directed him 
to submit laws designed to improve the railroad situation. 


Dealing With Transport as a Whole 


As shown by his reports, the coordinator has clearly recognized 
that transportation had ceased to be, in fact, a railroad monopoly 
and he suggests the advisability of dealing with transportation as 
a whole, to the extent that interstate regulation of it be involved. 
If the public is now suffering from excessive competition, not only 
among the units providing the particular forms of carriage, but still 
more from the conflicts between different types of carriage, when 
motor highway transportation has become a major service with vast 
undeveloped opportunities ahead, when the air plane is just beginning 
to demonstrate its possibilities, and when the slow fulfillment of the 
national program for improving inland waterways is finally showing 
substantial results, the wisdom and public necessity of dealing with 
transportation as a single whole, in pursuance of a policy to be 
based upon the basic essentials of transportation regulation, cannot 
in my opinion be questioned. 


I believe the coordinator, in submitting the motor carrier act, 
took just one relatively small and possibly doubtful step along this 
clearly indicated path. He recommends placing all interstate trans- 
portation regulation in the hands of a single agency—the Inter- 
state Commerce Commission—and this is embodied in the motor carrier 
act. Although the comment is, perhaps, a digression, I venture to 
point out that we are already experiencing what will become worse 
rather than better—the practical difficulty of creating an adminis- 
trative system and organization capable of handling the immense 
additional burden of detail. I think, notwithstanding the ability 
shown, the experience to date of the motor bureau indicates that 


this is a practical problem which has not yet been satisfactorily 
solved. 


But, even if the coordinator recognized the obvious wisdom of 
now dealing with transportation as a whole, I submit that he only 
applied this conception in the single instance I have pointed out, 
by giving the Commission alone entire administrative authority over 
the two forms of service. His reports advocate similar separate 
legislation for water transportation, and, again, a separate act for 
air transportation. Congress, however, has only adopted one recom- 
mendation, by enacting the motor carrier act, and, in measuring 
the extent to which we have adopted, if at all, a new transportation 
theory, it must be found in this statute, and one important question 
is whether this act may be fairly said to embody a new policy and 
one fitted to the changed conditions we now confront. 


The original theory, as I have stated, was so to regulate the 
competition of carriers as to eliminate the evils from which the public 
suffered, while at the same time requiring the continuance of a healthy 
competition in order that the public might receive the benefits there- 
by expected to be derived. Experience in the railroad field had cer- 
tainly demonstrated that the public suffered when rates for the same 
type of service or under analogous conditions differed as between 
different members of the shipping public, and this was particularly 
true when secret advantages and preference in the making of 
charges for transportation service were given. Although speaking 
only from the standpoint of personal observation, there did not 
seem to me to be an immense demand from the shipping public to 
be protected from evils of this kind occurring in the motor highway 
field, with the inference that these evils were not of great magnitude 
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there. But the propriety of those provisions of the motor carrier 
act which require publicity for rates and the maintenance of rates 
and the other provisions of the act designed to prevent discrimina- 
tions and preferences cannot be challenged. «These provisions of the 
law were clearly consistent, not only with experience, but with the 
basic policy of regulation originally enacted in the commerce act of 
1887 and supplemented by what can be fairly called the process of 
trial and error in the following decades. 


Motor Carrier Advantage Destroyed 


I believe, however, that those provisions of the motor carrier 
act which attempt to regulate competition in that field by re- 
quiring certificates of public convenience and necessity applicable 
to definite routes, can only be justified upon the theory that com- 
petitive conditions in that field require such a form of regulation, 
and, in seeking to determine whether there is a real justification 
in fact for these requirements, it has always seemed to me that 
one important characteristic of motor transportation was not only 
lost sight of, but, in fact, destroyed, by this formula. Motor car- 
riers do not own their own rights of- way. This is the basic dis- 
tinction between their form of operation and that of the railroads, 
but not being tied down by ownership to a particular right of way 
leaves the motor carrier much more able to meet the changing de- 
mands of commerce, shifting with the seasons, or with the growth 
or changes in industry to an extent which railroads, or, rather, a 
particular railroad system, could not possibly equal. I believe 
that, when properly studied, one of the great advantages the public 
found in motor transportation was this characteristic of mobility 
and a flexible capacity to change and adjust its transportation serv- 
ice as industry might require. Clearly, the requirements of the 
motor carrier act in effect destroy this characteristic in so far 
as the freedom of action of individual carriers is concerned. 

In dealing with the genesis of legislation it is not easy to 
draw the line between legislative influences emanating from a par- 
ticular source and theories of public interest eventually recognized 
in statutory enactments. But it seems to me a fair appraisal of what 
might be termed the intellectual process back of the adoption of 
the motor carrier act must include the very strong influence in that 
transaction of the constantly reiterated plea of the railroads that 
it was only fair to impose upon their competitiors the same burden 
of regulation which they themselves had to bear, and I cannot avoid 
the feeling that Congress, in this act, to a considerable extent, 
acceded to this plea and legislated upon this theory. Beyond ques- 
tion, aside from the distinctions between common, contract, and 
private carriers found in the motor carrier act, in the main, all of 
its provisions were taken almost in whole from the railroad law. 


Two Ways to Equalize Conditions 


If the problem be to equalize competitive conditions between 
the railroads and motor carriers, there are obviously two answers: 
The first is to impose upon the motor carriers all of the regulatory 
limitations upon freedom of competition found in the railroad laws. 
The second is to treat the problem as a new one and to determine, 
from the standpoint of the public needs, what regulations for the 
protection of the shipping public should be imposed upon all and 
every carrier, without regard to the instrumentality used by it in 
furnishing transportation. When this is determined, the regulation 
found to be necessary in all cases is imposed on all carriers. Of 
course special treatment of one kind of carrier, where the public needs 
require it, is not inconsistent with this theory. 

The railroad regulations were, to a considerable extent, evolved 
because of the extreme dependence of the public upon railroad 
transportation during the era when that dependence was not pro- 
tected by substantial and successful competing forms of carriage. 
Now the public is suffering from two acute competition between 
two different kinds of carriage—leaving, for the moment, water 
transportation out of consideration. The danger from utter de- 
pendence upon railroads is greatly diminished, if not entirely gone. 
It would seem to follow, therefore, that some, at least, of the legislative 
protection designed to control that danger may well be eliminated 
and the public may rely in this field in accordance with the estab- 
lished American theory, more upon healthy competition and less 
upon governmental control. The motor carrier act does not, in my 
opinion, represent an attempt to meet the new problem by the rea- 
soning just suggested. This is, perhaps, due to the fact that the 
railroads, properly seeking the equalization of competitive condi- 
tions within this new element against which they had to struggle, 
perhaps because of their past experience with Congress, emphasized 
the necessity of an equal burden to a greater extent than they 
sought to ask for increased freedom in order to meet the new 
situation. 

Simplified Regulation 


Speaking generally, the principal effort of the railroads to be 
relieved from existing regulation is confined to their plea for a 
modification, and, in fact, a very material lessening of the control 
imposed upon their rate-making policies by the fourth section, and 
it is a natural corollary of this struggle that no attempt was made 
to impose a fourth section rule upon motor carriers. If that law 
were adopted, in part, at least, as I suggest, for the purpose of 
equalizing conditions in competition between railroads and highway 
carriers, the railroad argument for a modification of the fourth sec- 
tion rule is much stronger if no such limitation be imposed upon their 
competitiors. 

I believe strongly that a simplified form of regulation would be 
in the public interest and equally in the interest of the carriers. 
Motor carriers are confronted with an immense burden in attempting 
to meet the requirements of this new law. Either they must evolve, 
for instance, a new classification formula, or they must adopt this one 
intricate railroad device, originally designed for the sole purpose of 
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applying in the most profitable way the old principle of what the 
traffic will bear. The device was successful during the period when 
all commerce had to move by rail, but, so far as revenue is con- 
cerned, I wonder whether much of the complexity and refinement 
to which classifications have developed could not be entirely eliminated 


‘without any serious loss, and probably with an improvement in 


receipts. The motor carriers ought to have been left free to develop 
their own basis of charge. On its face, they have this power under 
the law as it stands, but the inevitable tendency of Interstate Com- 
merce Commission tariff regulation is to force all of the forms they 
must use into the long-established railroad mode, instead of having 
these transactions crystallize out by experienve derived from the 
peculiarities of the motor service. Again, a loss of flexibility seems 
inevitably to result. 

The administretive problem, already adverted to, is so serious 
as to lead to wonder whether it can be successfully solved. The 
Commission has before it some 80,000 applications for certificates, 
supplemented already by many new applications involving consolida- 
tions, mergers, or changes, under the 1935 statute. Beyond question 
many of the applications will die because the small carriers cannot 
meet the burden and cost of complying with all of these require- 
ments, particularly if the railroads are successful in building up a 
body of administrative law around the objections they are present- 
ing to these applications. 

It may well be wondered whether the plea of fairness of treat- 
ment, the basis of the railroad argument for regulating their com- 
petitors, has, in fact, been properly applied by what Congress has 
done. The actual burden imposed upon the small motor carrier 
operating a few trucks in meeting the requirements of this act is, 
I submit, vastly greater than the entire burden of all of the regula- 
tions imposed by the railroad laws upon railroads. It would be 
interesting if we had definite, available figures showing the percent- 
age of costs and overhead resulting from the two statutes, when 
the large and financially strong railroad organization is compared 
with the small motor carrier. 

Appealing as the argument of fairness is, however, whether pre- 
sented by the railroad or the motor carrier, it must give way to 
the public interest, and only after that interest has been fully pro- 
tected should the question of relative fairness be given weight. 

If the burden of motor carrier act regulation will have the effect 
of forcing out of business many of the small carriers, with the 
natural result of building up larger organizations, the economies 
the public has received from such transportation will tend to be 
minimized, and, to this extent, equality of competitive conditions 
between motor and rail will be brought about. But one inevitable 
result will be to stimulate: the growth of private carriage. More 
and more those commercial institutions which can afford the invest- 
ment will be driven to seek the use of their own trucks, and if this 
development assumes the magnitude which may well result, the real 
competition from which both railroads and motor carriers will suffer, 
will then occur. The benefit, however, in so far as cheapness or flexi- 
bility of transportation service is concerned, will go to large organiza- 
tions and the disparity against the small business unit will be in- 
creased. Whether this is in the public interest is open to grave doubt. 


Theory of Motor Rates 


The theory of Congress as to rates embodied in the motor carrier 
act is very difficult to understand. Standing by itself, the act requires 
the filing of tariffs and the observance of the published rates, forbids 
discriminations and preferences, requires joint rates between motor 
carriers, gives the Commission power to require reasonable and non- 
discriminatory rates, and applies a rule of rate-making in terms iden- 
tical with the rule of rate-making in the railroad law; that is, the 
Commission makes rates with due consideration of the inherent ad- 
vantages of motor transportation, the effect of rates on the movement 
of traffic by motor carriers, the public need of efficient service at the 
lowest cost consistent with the furnishing of such service, and recog- 
nition of the need of revenues to enable such carriers under efficient 
management to provide the service. These provisions are identical with 
those of the railroad act, but they were adopted after the railroad act 
had long been in effect and after motor highway transportation had 
become of public importance and necessity and in the light of existing 
and, to some extent, harmful, competition between the highway and 
the railroad. The jurisdiction of the Commission, where discrimination 
is charged, resulting in differences of rates on the same commodity 
between the same points contemporaneously in force over railroads 
and the highways, seems to be limited and the measure the Commis- 
sion must apply in dealing with such questions which obviously may 
and must arise under many guises, is entirely omitted from the act. 
Each rate established by the Commission must apparently be based 
upon the circumstances of the particular carrier, but when one is 
affected by the other, which set of circumstances is controlling? 

One inference to be drawn from the adoption of a law which 
entirely omits consideration of this basis—an obviously controlling 
problem—is to conclude that Congress intended the continuance of cut- 
throat rate competition between the two different forms of carriage. 
Certainly, the power of the Commission to control and regulate rail- 
road competition is not only no different than before, but may only be 
indirectly exercised. No specific grant of such authority nor rule as to 
how rate competition between rail and motor is to be controlled, is 
found in the new act. 

If this is a proper inference as to the purpose of Congress to be 
drawn from the effects of the act, its enactment is clearly not an applica- 
tion of the suggestion of the Coordinator to deal with transportation 
as a whole. There would seem to be a failure upon the part of Con- 
gress is enacting this act to deal with conditions as they exist. Motor 
transportation, in fact, competes with rail competition at all points, 
and the principal problem is the control and regulation of this com- 
petition. The only way in which this control is exercised by the act 
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seems to be to impose limits upon the ways in which motor carriers 
may compete with themselves so far as rates are concerned, and for 
the benefit, it is submitted, much more of the railroads than of the 
public, to eliminate the characteristic flexibility of the highway operator 
by tying his operations down to a particular route. This limitation is 
less a regulation of competition than the creation of an artificial bar- 
rier, and is rather the prohibition of freedom of competition, to a very 
definite extent. 
Departure from Original Theory 


For reasons stated, therefore, I conclude that we have departed 
from our original theory of regulation. During more than thirty years 
during which we depended almost exclusively upon rail transportation, 
regulation was imposed primarily for the purpose of protecting the 
public from the evils due to excessive competition by the carriers. 
These regulations necessarily limiting competition were carefully 
measured only to meet public needs while, at the same time affirmative 
provisions in the statute required the maintenance of healthy competi- 
tion. Instead of continuing this theory when the growth of a new form 
of transportation clearly increased to a vast extent, not only competi- 
tion, but the evils resulting from this excess, I submit the policy has 
been, not to measure from the public standpoint the evils from which 
the public required protection, but merely to attempt to equalize the 
relative burdens to be assumed as the result of regulation by these 
two competing forms of transportation, and the new problem pre- 
sented in the competition of rates has clearly not been attacked. The 
program outlined by the Coordinator calls for a similar imposition of 
regulatory burden upon the water lines, again apparently justified, be- 
cause they compete with the railroads and the theory of equalizing com- 
petitive conditions is again to be applied. The administrative problem 
will again be vastly increased and the basic complexity of dealing 
with competing rates in these three fields becomes still more compli- 
cated. 


Since the legislative program, therefore, has not been completed, 
the final attitude of Congress has not been determined, and although 
the motor carrier act may be said to have committed us to this new 
policy, I still submit it is not too late to reconsider the question and 
see whether a return to our original theory would not better serve 
the shipping public. This would seem to involve a considerable de- 
crease in the burden of regulation upon the railroads, giving them 
greater freedom and flexibility in meeting competition—one of their 
objectives—and would probably result in imposing practically equiv- 
alent burdens upon other carriers. The test, however, should be a 
definite appraisal of the evils of competition measured from the stand- 
point of the shipping public; regulation designed to limit or control 
those evils; and the preservation of fair competition in order that, by 
this practical method, the ultimate result—the ideal always to be 
sought—of turning over that portion of the public’s traffic to a par- 
ticular carrier, based primarily upon that carrier’s capacity to give the 
best service at the cheapest rate. I am even optimistic enough to 
believe that, if this theory were properly applied, the result would 
be a simpler form of transportation regulation. 


Talk by Ashburn 


It was noted that General T. Q. Ashburn, chairman of the 
Inland Waterway Corporation, operator of the government 
barge line, was in the audience and he was asked to come for- 
ward. He spoke as follows: 


I came Here to learn, not to instruct. I learned a great deal from 
the address that has just been delivered. My opinion is that the people 
of the United States are entitled to the cheapest and best form of 
transportation available and that, if any form of transportation cannot 
exist in fair competition with other forms of transportation, it has no 
business in being. 

I believe in coordination and cooperation of all forms of transpor- 
tation and, because I so believe, I have advocated, I now advocate, and 
shall continue to advocate that the same regulations governing other 
forms of transportatign be applied to water transportation. 

I don’t know whether I can claim the credit or not, but some three 
or four years ago I suggested in a speech at Louisville that the Com- 
mission should be reorganized and that all forms of transportation be 
put under it. I would have committees, one small committee to handle 
difficulties between the railroads themselves, one small committee to 
handle the difficulties between the waterways, one the airways, one to 
handle the difficulties between the trucks, one to handle national af- 
fairs, and over all of them, I would have the permanent chairman of 
the Commission who, with the chairman of these various boards, would 
constitute what in reality would be a supreme court of transportation. 

If such an organization were created, if all forms of transportation 
were put under proper regulation, it would lead to coordination, it 
would lead to cooperation, it would lead to simplification. 

I don’t doubt that we can find a great many errors in railroad 
regulation, in motor regulation and in water regulation, which I hope 
we shall have. 

I didn’t come here prepared to make a speech, but I certainly am 
glad that I had this opportunity to state what I stand for, as the head 
of the Inland Waterways Corporation and chairman of the American 
Waterways Association and I hope that I have given you something to 
think about. 


Reports of Committees 


At the Tuesday afternoon session reports were made by 
various committees. J. H. Butler, chairman of the speakers’ com- 
mittee, said a new list of available speakers for traffic club func- 
tions had been prepared for distribution among member clubs. 

Walter Bockstahler, chairman of the finance committee, 
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commenting on the statement prepared by W. T. Vandenburgh, 
treasurer, explained that there was a cash balance on hand of 
about $4,400 and that the balance of income over expense for 
the last year had been about $1,400, which justifies the 
expense about to be incurred for expansion of the educational 
program. 

The report of the membership committee, D. S. Mackie, 
chairman, showed a membership of 85 clubs, three—the 
Women’s Traffic Club of Pittsburgh, the Toledo Transporta- 
tion Club, and the Triple City Traffic Club (Binghamton, 
N. Y.)—having been added in the last six months. There were 39 
clubs still eligible for membership, he said. The total resident 
membership of the 85 clubs, he said, was 15,679, and the total 
non-resident membership 3,832. He said it was expected that 
several other clubs would soon be added to the roll. 


A. L. Peterson, chairman of the sustaining membership 
committee, reported that 58 new sustaining members at 
five dollars each had been obtained in the last six months, 
_— a net increase for that period of 42, and a total of 

1. 


Professionalization of Traffic Management 


G. Lloyd Wilson made a report as chairman of the spe- 
cial committee on professionalization of traffic management pre- 
liminary to his report as chairman of the committee on educa- 
tion and research. The report, the recommendations in which 
have been adopted by the board of directors the previous day, 
was as follows: 


The committee has made a study of the previous reports and the 
report on ‘‘professional associations in American business,’’ and has 
reached the following conclusions: 


1. We are of the opinion that the further development of higher 
educational standards and increased professional interest in the field 
of transportation and traffic management are desirable ends. We be- 
lieve that the method of attaining those ends is, at this time, to sup- 
port and extend the work being done by the Associated Traffic Clubs 
of America through its committee on education and research and its 
educational journal, The Trafficgram. This work now includes the en- 
couragement of education programs, forum groups, papers on traffic and 
transportation subjects, outlines of courses of study, and materials for 
discussion and debate. 

2. This constitutes an effective contribution by this association to- 
wards the crystallization of the sentiment of traffic men through giving 
existing standards concrete form and expression. 

3. The first approach to professionalization is the knitting together 
of traffic men into well organized and powerful groups. To a large ex- 
tent, this is being done today, not only by our organization, but by 
others such as the National Industrial Traffic League, the shippers’ 
conference committees, the advisory boards, and the Association of 
Practitioners. 

The second step in professional growth is the development of 
satisfaction in the work done by those in the field, an appreciation of 
higher ideals, and the encouragement of increasingly high standards of 
cooperation and business ethics. Progress has already been made in this 
direction by the Associated Traffic Clubs of America and other traffic 
and transportation organizations. 

The third step is the collection, organization and dissemination of 
educational materials for the benefit of groups and individuals who 
wish to broaden and deepen their general and technical training through 
study and experience. To this end we recommend that the educational 
program of the Associated Traffic Clubs of America be continued and 
amplified. 

4. We recognize that professionalization is something that cannot 
be accomplished overnight by creating a set of standards to be im- 
posed upon those engaged in transportation and traffic work. High 
professional standards must be the result of natural and orderly evo- 
lution within the ranks of those in the field. That this Js taking place 
is evidenced by the increasing desire of traffic clubs and Individuals to 
engage in the study of the general and technical aspects of their work 
and to take a keener interest in the programs outlined. 

5. Specifically, we recommend that the board of directors of the 
Associated Traffic Clubs of America at this time authorize the extension 
of the work of the committee on education and research: 

a. The continuation of the compilation and publication of materials 
for study. 

b. the preparation of a comprehensive syllabus of sources of infor- 
mation upon subjects of study deemed necessary and desirable for the 
more adequate general and technical training of those entering the 
field of transportation and traffic management and those already en- 
gaged in the work as a supplement to the knowledge gained through 
experience in the actual practice of their work. 

6. To accomplish this your committee recommends that the board 
of directors appropriate the sum of $500 for the preparation and pub- 
lication of this syllabus and the authorization of $100 per month for 
the current work of the committee on education and research for the 
ensuing twelve months. 


Education and Research 


As chairman of the committee on education and research 
he made the following report: 


As chairman of the committee on education and research, I have 
the honor to report the following activities of your committee during 
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the period between the New Orleans and Dayton conventions, April 
to October, 1936: 

Your committee has continued to prepare, edit, and distribute The 
Trafficgram. Six additional numbers have appeared in this period. 

Two additiona! outlines of suggested study courses have been 
prepared and distributed, one dealing with ‘‘Railroad Organization, 
Operation and Traffic,’’ and one dealing with ‘‘The Interstate Com- 
merce Act.’’ These courses were authorized by the board of directors 
upon the recommendation of the chairman of the committee on educa- 
tion and research as the result of requests made by member clubs. 
A series of articles in The Traffic World will parallel the outline of 
the course of study in ‘‘Railroad Organization, Operation and Traffic.” 

Your committee has continued to function in supplying those 
in charge of educational programs of traffic study clubs, with ma- 
terials for study, sources of information for discussion and debate. 
reference materials, topics for speakers, and suggested programs. 

Several members of the committee have been active in speaking 
to traffic and transportation groups upon the educational work and 
program of the Associated Traffic Clubs of America and upon related 
traffic and transportation subjects. 

Your committee is pleased to report great increase in the interest 
in educational work in transportation and traffic management. This 
interest is evidenced by requests for outlines of the study courses 
and for copies of The Trafficgram; for assistance in the development 
of traffic and transportation study courses and discussion groups by 
member clubs and other organizations; by requests for assistance by 
universities, colleges, and schools in the institution or development 
of transportation and traffic courses; by requests to speak at traffic 
and transportation groups; and by new clubs instituting study or 
discussion programs which have not heretofore been interested in 
educational work. 


Requests have been received by your chairman for the preparation 
of outlines of additional study courses in the following subjects: 
‘“‘Waterway Transportation,’’ ‘‘Motor Transportation,’”’ and ‘‘Air Trans- 
portation.’’ By action of the board of directors in session at Dayton, 
October 12, 1936, the committee on education and research, at the 
request of the chairman, was authorized to prepare and distribute 
these outlines in the course of the next year as opportunity affords. 


A suggestion made that the committee on education and research 
prepare a uniform correspondence course in transportation and traffic 
management for use of the member clubs of the Associated Traffic 
Clubs of America. 


It was recommended by the board of directors, by action taken 
October 12, that the syllabus of materials for study of transportation 
and traffic management suggested by the committee on professionaliza- 
tion be prepared in lieu of the suggested correspondence course. 


The greatly increased interest in transportation and traffic man- 
agement has resulted in a very great increase in the volume of cor- 
respondence, clerical work, and expense. The committee has asked 
for authorization to spend an amount not exceeding $1,200 per year 
in expenses incident to the work of education and research and the 
preparation of The Trafficgram, and for an appropriation of $500 for 
the preparation of a syllabus of materials for study of traffic and 
transportation subjects. The board of directors in meeting, October 
12, authorized these expenditures. 


By action of the board of directors October 12, the resolutior of 
the Traffic Club of St. Louis, proposing a campaign of education 
among business executives on the value of well-conducted traffic de- 
partments was submitted to the committee on education and research 
for the development of suggestions as to ways and means to bring 
this about. The chairman of the committee on education and re- 
search has requested the following persons to serve as a subcom- 
mittee on education of business executives on the value of traffic 
departments: T. C. Burwell, W. C. Shulten, Harold W. Roe, Fred 
W. Doebber, Homer S. Snow, and Mendel A. Keith, chairman. 


In concluding this report your chairman wishes to thank the 
Associated Traffic Clubs of America for the honor and privilege of 
serving the association and its member clubs for the sixth year and 
to thank the members of the committee on education and research 
for their efforts. The persons in charge of educational programs 
of member clubs are to be congratulated upon their constructive 
and self-sacrificing work not only with their own clubs but in as- 


sisting other clubs in initiating and developing educational programs 
in other clubs. 


Your chairman really believes the educational program of the 
Associated Traffic Clubs of America is assisting member clubs, in- 
dividuals, interested in education in the field of transportation and 
traffic management and educational institutions. He believes also that 
the educational work has attracted much attention to the Associated 
Traffic Clubs of America on the part of those outside the association. 


To this formal report, which had been previously sub- 
mitted to the board of directors, he added the following: 

“The action taken by the board of directors in authoriz- 
ing the extension of the work of this committee is another 
significant milestone in the march of progress of this asso- 


ciation. It affords additional opportunity for service to mem- 
ber clubs. For six years, in which I have had the honor to 
be your committee chairman, the interest of individuals, mem- 
ber clubs, and the association in educational work has gone 
steadily forward, despite the chilling influence of the business 
depression. New impetus has been added to this gratifying 
movement by yesterday’s action of the board. The action pro- 
vides the wherewithal with which to carry forward this work.” 


In answer to a question, Dr. Wilson said that about forty 
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of the traffic clubs were actively engaged in some form of 
educational work. 


Motor Vehicle Regulation 
The second formal address was on the subject of “Motor 


Vehicle Regulation,” by John L. Rogers, director of the bureau 


uf motor carriers of the Interstate Commerce Commission. He 
spoke as follows, without manuscript, dealing informally and 
interestingly with the problems confronting his bureau and 
soliciting sympathetic cooperation: 


I am particularly gratified at this opportunity of meeting with you 
and discussing for just a little while the regulation of motor carriers. 

The regulation of motor carriers, at the moment, I think, is a 
matter of particular interest in transportation circles. We have, of 
course, had rail regulation, and in a degree, water carrier regulation 
for sO many years, particularly as to rail regulation, that we have 
come to think of it as something that has always existed and take 
it as a matter of course. 

The regulation of motor carriers is new, and the problems are 
immediately before us incident to understanding and the administra- 
tion of this new form of regulation. 

I take it that all of you are more or less familiar with the back- 
ground of the motor carrier act, but it may be helpful to go back just 
a little way, and lead up to 1935 when Congress actually passed this 
act. 

The feeling existed in the minds of some that the act was the 
outcome of the reversal of the national recovery act by the Supreme 
Court; others have the thought that it arose solely because of the 
existence of the emergency railroad transportation act under the ad- 
ministration of Mr. Eastman, but the facts are that, for many years 
prior to the existence of either the national recovery act or the emer- 
gency railroad transportation act, Congress had been considering the 
question as to whether motor carriers engaged in interstate commerce 
should be regulated. 

We had the Parker-Couzens bill many years ago, and that bill 
reached a stage where it passed the House and was pending in the 
Senate, was amended several times, all the amendments were dis- 
posed of, the question was on the bill, it was on the closing day of 
Congress and they could not get a quorum and the bill died. Had it 
not been for that, we would have had motor carrier regulation some 
six or seven years ago. 

In understanding and considering the motor carrier act, we should 
bear in mind the provisions of the act, the circumstances surround- 
ing the operation of motor carriers, and the nature and makeup of 
the act. 

The act was enacted under entirely different conditions than the 
act to regulate commerce nearly fifty years ago because, when the act 
to regulate commerce affecting railroads was under consideration, it 
was bitterly opposed by the railroads themselves; it was bitterly 
opposed by the big shippers, and Congress stepped into the breach for 
the principal purpose anyhow of protecting the small shipper, and 
indirectly protecting the railroads because there were many shippers 
feeding on the railroads, in the same way that large fish feed on small 
fish. 

But in the enactment of the motor carrier act we have—and the 
records show it—the motor carriers themselves, generally, shippers, 
state commissions, the railroads, and the Interstate Commerce Commis- 
sion, in fact, all hands coming before the Congress, in agreement that 
there should be reasonable regulation of motor carriers in the public 
interest. 

I do not say that there was not in existence a feeling on the part 
of some that Congress should not have gone as far as it did in the 
bill; the bill was a series of compromises in some respects. It was 
amended on the floor, but, by and large, the motor carrier act of 
1935 paralleled the act to regulate commerce or the interstate com- 
merce act which has for so many years been applicable to railroads. 


Provisions Peculiar to Motor Transport 


It lacked certain provisions. For example, there is no long and 
short haul clause in the motor carrier act. There is no thirteenth 
section, and the reparations provisions are lacking, but on the other 
hand, there are certain provisions in the motor carrier, applicable to 
motor carriers, that are not applicable to rail carriers. 

I refer particularly to those provisions dealing with certificates 
of convenience and necessity and permit, and also the provisions as to 
insurance. 

You will understand, of course, why it was necessary to dis- 
tinguish, or why it was possible to distinguish, between motor car- 
riers, so far as insurance is concerned, as compared with rail carriers, 
but it is evident that rail carriers have fixed assets enough to always 
be responsible to judgment. 

That is not true of motor carriers. Motor carriers are transient, 
as they should be, in the character of their operation. A man may 
be operating in one territory, and his equipment all mortgaged under 
certificates or some like paper, to the finance company; may have 
nothing whatever in his own right, and still be operating as a motor 
carrier under the motor carrier act. If something happens to you or 
your loved ones, who are injured or killed by such an operator, there 
would. be no way in which you could recover except for the insur- 
ance provision. 

Another thing is new in the motor carrier act. The certificate 
provisions are sometimes considered a little one-sided, I think, be- 
cause the act provided that those operators who were in operation on 
June 1, 1935, and those in operation on July 1, 1935, as contract car- 
riers, should automatically get a certificate or permit from the Com- 
mission covering the operations in which they were legitimately en- 
gaged at that time. 
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Now, the issuance of this certificate, I think, is a great thing for 
the operators themselves, and for the shipping public. A man may 
have, without these certificate provisions, an investment of many 
thousands of dollars, running on up into hundreds of thousands of 
dollars, and may have built up that equipment to take care of neces- 
sary service to the public in his territory, and the experience in the 
past has been that he would wake up some morning and find on the 
same territory and the same line a competitor, and the business was 
thereby split between two and sometimes three and four operators, 
when there wasn’t any more than enough there for one operator to 
live on at reasonable rates, and furnish the service to the shippers 
— they ought to have, and which they are entitled to, under this 

ct. 

That is the point of it, so far as the operators were concerned. 
We all know of the problem of highway congestion. There is no 
excuse for permitting the highways, which are used by both com- 
mercial and private vehicles, to be used unnecessarily in these con- 
gested days, and the certificate provisions will aid in avoiding any 
such condition. 

There is, of course, the public viewpoint and the shippers’ view- 
point, as to the issuance of these certificates and permits. There 
are some shippers who, I think, because they have not thought the 
matter through, have not been farsighted enough to see that, if 
motor carriers are not permitted to receive compensation for their 
services sufficient to cover the cost of good operation with good 
equipment in good and safe condition, and a little more for a rea- 
sonable profit, those operators cannot stay in business and render 
the public.and the shippers the service that they ought to have. 

The certificate and permits aid in keeping that condition alive. 
As I said, this so-called grandfather clause was effective on those 
operators in operation on June 1, as common carriers, and they re- 
ceive a certificate as a matter of right. This does not mean a new 
operator wanting to go into business cannot receive a certificate. It 
only means that a new operator going into the business must come 
before the Commission and before the operators already in the field, 
including the rail carriers, if they be competitive, and demonstrate 
to the Commission in open hearing that the public convenience and 
necessity justifies another operator in that territory. 

I don’t think anybody can find fault with that proceeding, because 
if there is need in the public interest, not an absolute necessity, 
but if there is public convenience and necessity, for such operation, 
the Commission will surely grant it. 


Interest of Railroads 


There is a thought, too, going back to the enactment of this law, 
that it was brought about primarily for the interest of the rail car- 
riers. There may be some who still entertain that thought, but if 
there has been anything so far in the administration of the act to 
justify such a thought, I don’t know what it is. I have had a con- 
siderable part in the administration of the act so far, and my strong 
conviction, my purpose has been, and that of our bureau and that 
of the Commission with whom I have come in contact, simply to do 
no more than see that the rail carriers got a fair break in the 
matter of regulation, and to see also that the motor carriers got 
a fair break. My purpose in the future, so far as I have anything 
to do with it, will be to continue that policy. 


The rail carriers, of course, perform a very necessary service 
to the public of the United States. They are entitled to fair treat- 
ment. The motor carriers have no right to demand anything else, 
and I feel sure that after these long years of service, so far as the 
wisdom of the Commission will permit them, the rail carriers will 
continue to receive that fair treatment. 


On the other hand, there is no justification whatever for anyone 
feeling that the Commission or the bureau of motor carriers regards 
the motor carrier industry and the motor carrier act as something 
left on its doostep in the middle of the night to be reckoned with. 

While it is true, and we all appreciate the important part that 
the rail industry serves in the United States, it is said that trans- 
portation is the second industry in the United States, second only to 
agriculture; it is a,fact that motor transportation need not take a 
back seat for any other transportation agency. I am sure you will 
appreciate this, if you will bear with the figures. Practically every 
rail carrier in the United States is subject to the Commission’s juris- 
diction, and, all in all, there are about 1,500 rail carriers, including 
all the short lines and the electric lines, engaged in interstate com- 
merce, subject to its jurisdiction, and there is hardly a rail carrier 
that is not engaged in interstate commerce—there are a few of the 
electric lines that are not. But if we may gauge the size of their 
operation by the number of employes we find that the rail carriers 
of the United States have now a little over a million employes. 


A Million Employes 


The motor carriers subject to the Commission's jurisdiction have 
considerably more than a million employes, and in that connection, 
we should bear in mind the fact that only a relatively small pro- 
portion of all the motor carriers in the United States are subject 
to the Commission’s jurisdiction, because so many of them, much 
more than half, I take it, although we have no dependable statistics 
at the moment—but there are probably more than half of the motor 
carriers in the United States that are engaged solely in intrastate 
commerce and not under the Commission’s jurisdiction at all. So if 
we combine those intrastate carriers and interstate carriers into a 
whole, we find an industry that is even larger than the rail carriers, 
so far as its effect on the transportation services rendered to the 
Amercian public. 

I dare say that is not true as to tonnage handled but for the 
number of people affected, I simply say that motor carriers don’t have 
to take a back seat for any other transportation agency, and there 
is every reason under the sun for anybody who is dealing with the 
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regulation of either rail or motor carriers in these days and times 
to take a broad viewpoint, to try to be fair in their own minds as to 
both forms of transportation. 

I think the particular problem is for the respective kinds of trans- 
portation to find their fields. I have no doubt, and many of you know 
much better than I, that today rail carriers are engaging in service 
which they should leave to the motor carriers, and I think, too, in 
many instances motor carriers are doing the same thing in that 
they are engaging in services for which motor carrier service is 
not as well adapted as rail. carriers. 

Probably in those instances the motor carriers would be doing 
well to leave it alone, and I think that as time goes on that these 
inconsistencies will be adjusted and each of the agencies will be co- 
ordinated and each of them will find their place, their proper place, 
in the transportation world. 

I said that there are about 1,500 rail carriers subject to the Com- 
mission's jurisdiction. I mention that simply as indicating some of 
the reasons for considerate treatment of motor carriers in the early 
days of this act. We have reasons to believe that there are between 
100,000 and 150,000 if not more, motor carriers subject to this act, 
and the most dependable statistics that we now have available indicate 
that the average vehicles per operator is around two. When we think 
of the number of fleet operations, it is very clear that there are 
thousands and thousands and thousands of motor carriers performing 
a legitimate and proper service. where the operator has only one 
vehicle. In most of those cases, and in many cases where the motor 
carrier has two vehicles, he drives one himself, and his boy or his 
son-in-law or some member of the family drives the other. 


Importance of Motor Service 


Now, collectively, all these motor carriers perform service to 
the American public today which I think is just as important as 
the service performed by the rail carriers, but on the other hand, 
the smallest short line of railroad is far, far better equipped by 
experience, personnel, today than the average motor carrier. 

Take one of these motor carriers, who drives a truck himself, 
and he got into the business because of the depression and because 
he could not get a job anywhere else, and he had a little savings, 
and went to the finance company and got a truck and is in the truck- 
ing business. 

I may illustrate by the fact that by the terms of the act, no records 
of motor carriers could be destroyed except under regulations estab- 
lished by the Commission, and the Commission recently got out some 
rules to govern or permit the destruction of these old records. For 
example, Greyhound has been holding all their tickets for months 
and months, when ordinarily they would be destroyed in due course. 

These instructions went out to the motor carriers, telling them 
what records they could destroy, and how long they should keep this 
record, and so on, and we got quite a few of the instructions back, 
where they had simply written on the back, ‘‘we have no records.”’ 

Now, that is not surprising and is simply indicative of a very real 
and practical situation with which we are faced in the administration 
of this act, and any time that we lose sight of that, in my opinion, 
we will be making a mistake. 


Rates and Tariffs 


One of the problems in which this group is particularly interested, 
I take it, is that of rates and tariffs. 

I recently talked with Mr. George Crossland, whom many of you 
know. Mr. Crossland has been with the Commission I think since 
about one year after the Commission was established, and he is due 
for retirement in the near future. He was there when rail carriers 
first filed their tariff, and he tells me they had one hell of a time 
with rail carriers and rail tariffs, and he said that motor carriers need 
not feel badly, that the bureau of motor carriers need not feel badly, 
and the rail carriers should throw no rocks at the motor carriers, 
if they seem to be having trouble with their tariffs, because they all 
went through the same difficulties many years ago. 

But the fact is, that the motor carrier industry by and large 
came up to the administration of this act with practically no tariffs 
at all. I know that there were some of the carriers, like Mr. Keeshin 
and Jacobs and Horton, and some of those that did have tariffs, but 
by and large, the industry had no tariffs at all, and as many of you 
enterprising traffic managers know, they had no stable rates at all, 
because the rate on the same movement varied from day to day, 
and according to how enterprising the traffic manager was, varied 
from customer to customer. 

So you can picture in your own mind the situation that existed 
on April first, when motor carriers were required to publish their 
tariffs and after they were published to abide by them. And you 
enterprising traffic managers had on your doorstep the same basic 
principle that you have under the interstate commerce act for so 
many years, that you should not connive or conspire with that motor 
carrier to get into the departure from. the tariff because, if you did, 
you were just as much a party to the violation, subject to the pen- 
alties of the act, as the motor carrier. 

As I said in the beginning, any group interested in transportation 
should be familiar with all these problems, circumstances, it is this 
group here today, but the thing is going on, and we know it, and it 
is going on to the downfall, I think, of some of those enterprising 
traffic managers, and some of the motor carriers, who are not willing 
to play the game on the level, and that in the very near future. 

I do not refer at all to the inexperienced traffic man or the in- 
experienced motor carrier. It is impossible to expect such a large 
group of operators with no prior experience in regulation to under- 
stand immediately what the requirements of the law are, and to 
promptly abide by them, but there are In the industry today, both 
in the part of motor carriers and shippers, those that are going on 
the theory that they will get by until they are caught, and I just 
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beg of you to do what you can to head off that sort of thing, and 
to help us bring about a reasonable and proper compliance with this 
act. het §@ 

What it does when we have these departures from the tariff, by 
and large, I think the motor carrier industry is making a real and 
conscientious attempt to meet the requirements of the law and the 
Commission rules, but when one operator in a group cuts his rate 
under his tariff charges, he at the same time cuts the throat of the 
operator who is trying to do the right thing, and the result of it is 
that we find the operators publishing new rates to meet this compe- 
tition, with the result that the rates go down to a level where they 
are not compensatory for anybody, and where the carriers cannot 
maintain that sort of service which the shippers desire and ought to 
have. 

I do not mean for a moment that the Commission is going to 
countenance the charging of any rates higher than are reasonable 
for the services rendered, but at the moment there doesn’t scem to be 
much danger of that. That situation may arise in the fuutre, but 
the particular situation that we are confronted with now is that many 
of the shippers are trading one operator against another, to the point 
where that operator will cut the rate, and the other operators, to 
meet the competition, go down, and they are all on the same level 
again, and the cycle goes over again, with the final result that in many 
instances operators who were in the black a month ago are now in 
the red. 

An operator told me just the other day, while he had a 43 per 
cent increase in business in the last six months, that he had had a 
23 per cent increase in revenue. 

These are conditions, of course, which call for very careful con- 
sideration, and I hope that all of you here will do what you can to 
help us deal with this situation constructively, fairly and in the public 
interest. 

Safety 


I would not leave with you the impression that the rate and the 
tariff provisions or the certificate provisions are all the provisions of 
this act. One of the most important, if not the most important, pro- 
vision of the entire act, in my opinion, is that dealing with the sub- 
ject of safety. Last year, the statistics tell us, there were some 36,000 
deaths in the United States due to highway accidents. Of course, only 
a small percentage of those accidents were caused by interstate vehicles 
subject to the Commission’s jurisdiction, and I might add here that 
as to matters affecting safety, the Commission’s jurisdiction extends 
not only to common owned contract carriers, but to private carriers 
as well, if the Commission finds that there is a need in the public 
interest of regulating these private carriers, so far as safety matters 
are concerned. 

As I said, there are only a small percentage of these fatalities 
and the injuries due to interstate vehicles. The fact remains that this 
is the first time in the motor carrier act where the federal government 
has entered the field of highway safety, and there are already indica- 
tions from state and local and municipal authorities that they are 
looking somewhat to the Commission, to the federal government, for 
leadership in this highway movement. 


We have already issued proposed regulations covering general 
safety features and the Commission held an open hearing. We are 
to have another hearing in the far west to give those operators out 
there and others interested in this problem their day to have their 
say, and we hope that shortly we will be able to issue these general 
safety regulations. 


I have the hope—I don’t think I am by myself—that these rules 
may have sufficient merit to justify the several states also enacting 
the same set of rules. If that happens, we will probably have the 
municipalities going along, on these general principles, and if we 
can bring that about, and come out eventually with something in the 
way of uniformity, as to these safety rules, I feel that we will have 
accomplished something well worth while. 


Hours of Service 


Another feature that caused considerable comment as highway 
Safety is that of hours of service, particularly of drivers. Many in- 
vestigations show that accidents have been caused, not only to the 
vehicle directly causing the accident and to the occupants, but to 
other interested people on the highway simply because the man be- 
hind the wheel had been on duty too long. There are not very many 
drivers that have, should I say, judgment enough, and work under 
conditions which will permit them to pull off the side of the road and 
go to sleep when they have had enough. They keep right on, and 
in many instances their employers expect them to keep right on 
into the terminal, although it takes an unreasonable number of hours 
to get there. That seems to be particularly true of the so-called 
owner-driver. 

I don’t know just how far the Commission should go in exercis- 
ing its authority to regulate the hours of service of these drivers. 
In order to ascertain the facts, the Commission has assigned that 
matter for hearing on the nineteenth of November. They are starting 
off with a hearing as to bus drivers, and later will take up the truck 
drivers. 

Now, as I said in the beginning, I realize that this has been 
somewhat of a rambling talk, but I did appreciate the opportunity of 
coming before you and telling you something about the motor carrier 
act, and our attitude and how we are trying to go about it, and more 
than anything else, I want to solicit your cooperation and your 
sympathy, your sympathetic cooperation, in our work under this 
act. If you find where you think we are making mistakes, you 
would do us a favor by sitting down and dropping us a line. We 
will receive it in the proper spirit. 

We are getting the most splendid cooperation from everyone. 
The publications that are read, and I take this opportunity to thank 
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Mr. Palmer and others of The Traffic World, for the courtesy they 
extend to us. Everybody, by and large and generally, is working 
with us in our efforts to do a good job. I am thankful for that, and 
we want to conduct ourselves in the future so that we will justify 
that continued confidence. As I said, if we can serve you any time, 
let us know, and in the meantime, remember us kindly. 

President Snow: I want to thank you, Mr. Rogers, for that 
heart-to-heart talk you have given us. The only other thing that 
seems to come into the picture is that the trucks are going to have 
tariffs that I hope will not eventually get to the point where the 
Lord in His infinite wisdom knows we cannot reach them. 

Mr. Rogers: I might say we appreciate that problem. One dif- 
ficulty we had in the beginning was this question of tariff publication. 
The industry and all interested thought we were awfully slow in 
getting out a tariff circular, but the low-down on that is that we 
prepared three tariff circulars. The first one looked like a Bible, and 
the second looked like a Testament, and the third one was just a 
little leaflet about like your program. 

Now, we were between two fires—that is, of getting a tariff 
circular that would provide a tariff that would mean something, 
and at the same time, get tariffs that could be readily understood, 
and permit them to be prepared on a basis that the operators them- 
selves could undertand what they were doing. 

I am not throwing any rocks, but you old-timers in the traffic 
game, have got no right, after 50 years of rail tariffs, to throw any 
rocks at motor carriers tariffs until you clean your own house with 
rail tariffs and classifications. 


Nominations—Snow for President Again 


The report of the nominating committee named Homer S. 
Snow for reelection as president and all the other officers and 
directors for similar reelection except that W. F. Schulten, a 
director, was named for one of the vice-presidencies to succeed 
F. E. Luebbe, of Cincinnati. It was expected that, at the board 
meeting after adjournment of the convention Wednesday, he 
would resign as director and the board would fill the vacancy 
in its membership by electing D. S. Mackie, of Chicago. 


The Banquet 


There were about seven hundred persons at the banquet 
in the ballroom Tuesday evening and not a person left while 
Dr. William Mather Lewis, president of Lafayette College, 
Easton, Pa., the speaker of the evening, was talking. His sub- 
ject was, “Transportation and Civilization.” 


H. S. Malone, president of the Miami Valley Traffic Club, 
presided and greeted the visitors. He introduced T. F. Costello, 
president of the Cincinnati Traffic Club, who made a few re- 
marks, and those at the head table, who included the president, 
executive vice-president, secretary, treasurer, and chairman of 
the board of the Associated Traffic Clubs of America, Mr. 
Kromphardt, chairman of the local committee on arrangements, 
and General Ashburn, who also said a few words when he was 
introduced. The invocation was delivered by The Rev. Dr. Phil. 
Porter, Christ Episcopal Church. After the program there was 
dancing. 

Address by Lewis 


Dr. Lewis was introduced by J. M. Fitzgerald and spoke 
as follows: 


My subject is Transportation and Civilization. Rudyard Kipling 
and H. G. Wells have each expressed the opinion that transportation 
is civilization. It is not difficult to defend their position as all of 
the great developments of history have been dependent on man’s 
ability to move from place to place. America would have remained 
a wilderness had not Columbus, or someone who followed him, had the 
proper transportation facilities, and the discovery of America was 
not effected until ships had been developed to the point where they 
were seaworthy under the most trying conditions. The past record 
of the spread of Roman civilization is found in remnants of roads 
from southern France to northern England. 

I went to Chavaniac in Auvergne, southern France, to visit the 
birthplace Lafayette a short time ago. Wandering through that 
country, the Gaul of early days, I came upon many remains of fine 
four-lane stone roads over which rolled the chariots of Julius Caesar. 
Nor is it only in Europe that we find evidence of the development 
of early transportation facilities. It was the Nile in Egypt which 
made possible the tremendous development of civilization there. 
The pyramids suggest to us some unknown means of transportation 
for it is difficult to accept the general theory that the huge blocks 
of stone were brought to the site and put into place simply by human 
power. In South America the roads of the Incas were finely developed 
many centuries ago, and with them an interesting civilization. 


Transportation has had its great influence upon political relation- 
ships. At the beginning of the Civil War, President Scott of the 
Pennsylvania Railroad told President Abraham Lincoln that there would 
have been no war if the great railway systems had run north and 
south as well as east and west. After the Civil War transportation 
Played its great part in restoring normal conditions for countless 
thousands of soldiers from the armies of the North and South found 
an outlet for the spirit of adventure and energy in laying the rails 
for the transcontinental railways. Thus, they were absorbed into the 
normal industrial life of the nation with a minimum of difficulty. 
One reason for the unsettled conditions after the World War was 
that there was no place of absorption for the young men out of the 
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armies, whose lives had been upset, who had been taken out of the 
ranks of industry and thrown into an abnormal life. There was no 
adventure of peace for them and we had the childish idea that those 
who had been trained to kill and to endure could go back into work- 
aday occupations without a process of readjustment. That there was 
not more upheaval than there was is a great tribute to the stamina 
of the men who fought the war but does no credit to those who 
were in a position to plan for their future. As a result the post- 
war period has brought many economic and social problems that need 
not be enumerated here. 

All of the things which I have stated go to show that there is a 
high degree of correlation between the stage of civilization and the 
art of transportation. Again, the rapidity with which civilization 
moves forward can be read in the development of transportation fa- 
cilities. For many centuries the manner of living remained prac- 
tically unchanged throughout the world. People lived generation after 
generation in the same way, self-contained, for the most part, each 
locality providing its own food, clothing, and shelter. In America 
there were not even the caravans as in the East, where long camel 
trains wound along the desert for the exchange of commodities. 
One hundred and fifty years ago there was no transportation system 
in America. Then in rapid sequence came the development of turn- 
pikes, canals, railroads, automobiles, airplanes. 


Influence of Turnpikes 


That first development of turnpikes gave a great impulse to the 
forward movement of civilization as out of the mud and ruts there 
came highways over which flowed the endless procession going out 
to develop the northwest territory. Let us take one field in which 
the turnpike development advanced civilization—higher education. 
Along the highway stretching from the Middle Atlantic States and 
New England out into the West there went in the early nineteenth 
century the covered wagon people to push back the boundaries of the 
wilderness. And here and there wherever they stopped for permanent 
settlements, there sprang up colleges for the education of those young 
people for whom there was not the time nor the money to return to 
the institutions founded in Colonial days along the Atlantic seaboard. 

For instance, Lafayette College was projected in 1824, a year 
in which into the small community of Easton, Pa., on the west side 
of the Delaware, there came across the bridge from New Jersey 
thousands of covered wagons heading out into the West. In that 
year, and the two or three following, the town probably felt more 
of the national impulse than at any time since. Hence, the founding 
of the college and of Allegheny in western Pennsylvania, Ohio Wesleyan 
and Oberlin in Ohio, Wabash in Indiana, Knox and Illinois College in 
Illinois and many others. 


Steps in Transportation Development 


Following the turnpikes came the canals, culminating in the Erie 
Canal in 1825. They furnish a colorful chapter in the history of 
American transportation but have never taken the place in our 
nation’s life that inland waterways have in Germany, France and 
Sweden and more recently in Finland. 

Interstate railway existence begins with the construction of the 
Baltimore and Ohio in 1828. The completion of the first transcontinental 
railroad, of whose construction I have spoken, was in 1869 and during 
the decade from 1880 to 1890 we find more than 70,000 miles of road 
added to that already existing. This was the great period of railroad 
development. 

The development of the automobile in America has been an amaz- 
ing thing. There is one automobile for every five people, or enough 
ears for everyone in the country to take a ride at the same time. 
As a matter of fact, there are more automobiles per family than 
bathtubs. Someone said he couldn’t believe this until he recalled that 
he had seen more people in automobiles than in bathtubs. There 
are over 3,000,000 miles of road and over 24,000,000 cars, or 8 cars 
to the mile of road, good or bad, or 150 to every mile of high type 
highway. Thus, if they were all on high class highways at the same 
time they would be only 35 feet apart. With the development of the 
automobile has come a new feature in public transportation—the bus. 
Busses in the United States now carry two billion people a year, 
which is one ride for every person on earth. 

The latest machine to enter the field of transportation is the air- 
plane which with the lighter than air machine is proving an interest- 
ing factor in international transportation. It has passed beyond the 
experimental stage and is a distinctly. valuable addition to other trans- 
portation facilities, particularly in connection with the rapid movement 
of important mail and the quick delivery of emergency material. 

I have briefly reviewed the development of transportation in 
order to point out that the development of these many agencies of 
transportation give rise to innumerable problems, the most important 
of which is the coordination necessary to the building up of a complete 
transportation system. Each of them has its own field which it can 
fill with particular efficiency. That field must be defined, and over- 
lapping and waste must be eliminated through scientific planning. © 


Piaces of Colleges 


This opens the question of the place which the college and uni- 
versity should take in the study of transportation. It is emphasized 
at the moment by the news that a railroad laboratory is to be opened 
at the University of Minnesota where subjects such as air conditioning, 
freight car refrigeration and other subjects are to be scientifically 
studied. 

The civil engineering departments of our technical schools have 
already done much in transportation fields as have the mechanical 
engineering and other technical departments, but every engineering 
institution should have, perhaps, in connection with its civil engineer- 
ing department, a division of highway engineering. The highway 
engineer today is hampered by the lack of determined facts. It is 
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necessary to have an intensive study of materials, the economics of 
operation and organization, the mechanics of design, a knowledge of 
soils and other things. Thus engineering, chemistry, physics, economics 
and perhaps geology will be called upon to make their contribution 
not only to highway engineering but to other branches of transporta- 
tion as well, and our more progressive institutions may be counted 
on so to correlate these subjects that constantly better recruits will 
be sent into this field—I say this with confidence because of the 
way in which our institutions of learning have met the peculiar 
problems arising in each epoch of our national life. In fact there is 
no better illustration of the working of the law of supply and demand 
than is given by the American College. In the early Colonial days 
when little communities were beginning to spring up along the 
Atlantic Seaboard, there was an unfilled demand for educated clergy- 
men, teachers, physicians, and it was in answer to this demand that 
Harvard, Yale, Princeton, William and Mary came into existence— 
I have pointed out how in the next period—that following the Revolu- 
tion for fifty years—the small colleges sprang up along the covered 
wagon trails. And again at the close of the Civil War when the boys 
began laying the rails for those transcontinental railroads there was a 
tremendous demand for tecrnical men, for engineers—most of our 
technical institutions were founded—in fact you will find from the 
year 1865 to 1875, most of those institutions including Cornell, Lehigh 
and Wooster Polytechnic were founded and already existing institu- 
tions such as Lafayette added engineering departments to their 
organizations. Thus I might go on into those situations which produced 
the state universities, the women's colleges and the urban universities. 
Today we are faced among other things with the demands for experts 
in aviation, highway engineering, internal combustion engines and 
the rest. 


But we are faced with a demand more vital than that, and that 
is to develop men and women with such vision and understanding 
that they can direct mechanical progress along such lines that it will 
benefit and not hinder humanity—for the movements of civilization 
in any given period may be backward as well as forward. 

A few weeks ago I climbed Mt. Kathadin in Maine. Rising a mile 
high out of the plain, the trail exceedingly rocky and steep—it is 
not an easy climb. As we toiled upward I wondered once or twice 
why we had undertaken such a laborious task. But when we got 
above the timberline and there stretched before us the lakes, the 
winding rivers, the forests and hamlets of northern Maine in a 
glorious panorama, I knew that it was all worth while. After we 
descended we were told that only a thousand people climb the 
mountain each year and get that view, while hundreds of thousands 
drive through the woods and along the coast and think that they really 
know the state. So in our businesses and professions we are so 
taken up with details that we rarely get above the timberline and 
gain a broad view of the implications of our activities. 


Better transportation facilities have brought not only increased 
comfort and efficiency to America but increased problems as well. 
For example while controlled speed in trains and automobiles and 
airplanes is a fine thing, the worship of speed in all the activities 
of life is not. 

Philosophy of Speed 


While the development of high speeds with safety has been an 
admirable part of the development of transportation facilities, the 
attendant philosophy of speed which has engulfed the nation has been 
anything but beneficial. It is this philosophy of speed which is in 
great measure responsible for the fact that we have 36,000 deaths 
from automobile accidents annually in the United States together 
with more than 800,000 injuries. We must reach our destination 
rapidly whether there is any advantage in so doing or not—every 
minute of cur lives becomes filled with some aimless activity—pep is 
glorified—and we look with suspicion on anyone who doesn’t seem 
to be busy. We forget that Jesus of Nazareth took thirty years to 
prepare for an active life of but two or three and that he changed 
the social outlook of mankind for all time; that Einstein took nine 
years to produce three pages of computations and revolutionize the 
scientific thought of the world; that the author of the great new work, 
Robert E. Lee, devoted an entire lifetime to the preparation of that 
work. Leaders in the transportation field should join with educa- 
tional officials in combating the philosophy of speed. Education is 
not the acquisition of knowledge. Education is the translation of 
knowledge into wisdom—without time for thought for meditation it 
is impossible to translate knowledge into wisdom—and the fact that 
we are too much committed to the philosophy of speed—to find 
time for thought explains why we are in such a muddle in our efforts 
to solve economic, social and political problems. 


A European visitor was being shown about New York by his host. 
The latter pointed out the elevated railroads and said with pride that 
they were a time saving device. He went down into the subway and 
explained that that was a great time saving device—that, in fact, 
America led the world in time saving machinery. Finally in the 
nervous excitement of it all the European turned to him and said: 
“And what do you do with all the time you save?’’ No more pertinent 
question could be submitted than that. If we succumb to the philosophy 
of speed, if we become slaves of the machine, then transportation con- 
tributes little of a better civilization; but if we use the time we 
save for the thoughtful solution of the problems that confront us then 
it is all worth while. 

Bearing on Crime 


Again modern transportation facilities have their bearing on 
crime situations. We need not be told that all is not well with 
America in this regard. Crime has reached the proportions and almost 
the dignity of a national industry. Commissioner Valentine, of the 
New York police, recently stated that the annual cost of crime in 
the United States would amount to twelve dollars a minute since the 
birth of Christ. J. Edgar Hoover points out that there are 36 murders 
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a day in our country, 1,500,000 serious crimes annually, and that in 
the vast army of crime there are 700,000 young people under the age 
of 21 years. Improved transportation facilities make crime easier than 
formerly. The kidnaper or bank robber may be hundreds of miles 
away from the scene of his crime in a high powered automobile 
before the alarm is given. Those who are interested in automobile 
production must be interested as well in the solution of our growing 
crime problem. Even a superficial study shows one that emotional 
instability figures largely in it. The instability in great measure 
due to a speeded up civilization with attendant tension and over- 
emphasis on material success and publicity. In order to combat this 
we must create for our youth the right system of emotional educa- 
tion, in which the elements of serenity, a love of real beauty as over 
against what is tawdry and cheap; the development of a strong physique 
and balanced nervous system. We cannot and we would not go back 
to horse and buggy days, but we can and will devise a system of 
education adequate to the pressure of new conditions—thereby de- 
creasing emotional instability with attendant crime and lawlessness. 


Rugged Individualism 


And in this process due emphasis must be placed upon the old-time 
virtues of industry, thrift, and individual ambition. It may be that 
the day of rugged individualism is passed. But it will be a sad day 
for America when the rugged individual disappears from the picture. 
Too much of our youth today are getting the idea that the world 
or the United States government or wealthy father owe them a 
living. The panhandler seeking a dime on 42nd Street and the son 
of wealth sprawled on the winter sand at Palm Beach are both 
menaces to civilization. Any system that encourages them, that 
promotes the idea that there is any way out than through honest 
effort; that it is all right to spend more than you have either as 
an individual or a government is ruinous. The time server is becoming 
all to evident in industry, business and government. 

Frank Buck, the great game hunter, told some of us this summer 
about the intelligence of the Indian elephants. He described how they 
pick up great teak logs, carry them into the saw mill and press them 
against the rapidly revolving saws so skilfully that they never 
cut their trunks. Then they gather up the lumber and place it on 
the pile outside. If a board is the slightest bit out of line they push 
it back with their heads. But there is one trying thing about them 
he said and that is that when the noon whistle blows they instantly 
drop their load no matter where they may be. That, I thought, proves 
more than anyhting else how nearly human they are. In every trans- 
portation system, factory, college in the land, that process is _ re- 
peated countless times a day. Interest in the time clock, not in achieve- 
ment; softness instead of ruggedness. The philosophy of speed as 
over against the success that comes from straight thinking; all these 
things block civilization. It is for us who have the opportunity of 
climbing above the timberline to get a picture of the bearing which 
transportation in all its ramifications has upon the welfare of the 
country. 


General Discussion 


At the Wednesday morning closing session of the conven- 
tion there was a dicussion by Professor L. C. Sorrell, of. the 
University of Chicago, of the addresses that had been dehiv- 
ered at the business sessions and the banquet and some dis- 
cussion also between him and Professor Wilson as to pro- 
fessionalization of traffic management and what it meant. 

Considerable time was given also to discussion of indi- 
vidual traffic club problems and activities, especially with rela- 
tion to educational matters. 


The report of the nominating committee was unanimously 
adopted, as was the usual resolution of thanks, offered by Mr. 
Land, of Dallas, to all who contributed to making the conven- 
tion a success. 

Entertainment Features 


Besides the dinner Tuesday evening and the dance follow- 
ing it, there were various entertainment features, beginning with 
an informal party Monday evening for all who had then arrived. 
There was a sight-seeing tour Tuesday for visiting women, 
other than delegates, with luncheon at the Miami Valley Golf 
Club. The women delegates had their own luncheon that day at 
the hotel. Wednesday, for visiting women, there was a trip to 
Wright Field and Museum. In the afternoon, after adjourn- 
ment of the convention, there was golf for all who cared to 
play. Theater tickets were provided for visiting women who 
desired them. 

Editors of club publications held a brief meeting to 
discuss plans for a similar meeting at the next convention to 
discuss matters of special interest. 


Meeting of Board of Directors 


At the meeting of the board of directors Wednesday 
afternoon following adjournment of the convention, the plan for 
Mr. Schulten to resign as director in order to become a vice- 
president and for Mr. Mackie to succeed him as a director was 
carried out. Henry A. Palmer was reelected chairman of the 
board. 

It was decided to hold the next convention at the Com- 
modore Hotel, New York, April 20 and 21, 1937, arrangements 
and program to be left to the executive committee in conference 
with the total New York committee on arrangements. The 
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THE E.H.HARRIMAN 
MEMORIAL AWARD 


Founded by Mrs.Edward H.Harriman 
and awarded annually by The American 
Museum of Safety to stimulate a direct 
effort for the conservation of Human Life 


CERTIFICATE OF SPECIAL COMMENDATION 


awarded to 
NEw YORK CENTRAL SYSTEM 
in recognition of its outstanding record in- 
SAFE TRANSPORTATION 
Line East Line West 
Michigan Central Railroad 
Pittsburgh & Lake Erie Railroad 
Boston & Albany Railroad 


These five units have all operated twelwe consecutive years 
without a single passenger Fatality in train accidents 


During this period these roads accumulated a total of 


38,192,972,901 PASSENGER MILES 


According to the interstate Commerce Commission, this is the best 
train-accident record of any Clase 1 railroad as of December 31,1935 


President For the Founder 
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The safe way to travel... 
and the sure way to ship 


NEW YORK @q CENTRAL SYSTEM 
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HE SPOTS DELAYS 
BEFORE THEY HAPPEN. 


@ All along the Erie, sharp eyes search for possible delays to 
freight shipments—your shipments. It’s the car inspector check- 
ing every piece of equipment for defects. He spots delays before 
they happen. Night and day he’s on the job—a watchdog to the 


Erie creed—“The freight must go through safely and on time.” 


The car inspector is one of thousands who, unheralded, protect 
your shipments, speed them toward safe delivery. 


Whether you ship stoves or shoes, coal or cantaloupes, you will 
find Erie’s fleet of faster freights the shortest way to market. 
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committee on procedure is to make some suggestions to the 
executive committee. 

The board took initial action in the matter of an amendment 
to the constitution by adopting a resolution increasing from 
twenty-four to thirty the membership of the board, on account 
of the growth in the number of member clubs. Notice of this 
amendment must be served on member clubs at least thirty days 
before the next convention in New York, at which it will be 
voted on by the delegates from member clubs. 


FORWARDING INVESTIGATION 
The Traffic World New York Bureau 


The Commission opened hearings in New York October 13 
in its investigation of the freight forwarding industry, Docket 
27365, before Examiners Rumsey Trezise and Claude Rice. 

R. B. Sturm, special agent for the Commission, appeared 
as the first witness and reported on investigations he had made 
of the operations of three carloading companies, the Universal 
Carloading & Distributing Co., National Carloading Corporation 
and the Acme Fast Freight, which he said were the three prin- 
cipal carloading companies operating in the United States. His 
testimony tended to link the Universal Carloading Company 
financially to the New York Central System through certain 
holding companies. 


In the case of the Universal Company, Mr. Sturm said he 
had information that special rates were made to large cus- 
tomers and that special rates were also made during rate wars 
with other companies. He described the operations of car- 
loading companies generally by saying that they assembled 
shipments which would ordinarily move under less-than-car- 
load rates into carload shipments, their margin of profit lying 
in the difference between carload and less-than-carload rates. 
The rates charged ordinarily, he added. were approximately 
the less-than-carload rates, the inducement to the shipper be- 
ing the free collection and delivery service furnished. He said 
his investigation was made from December, 1935, to March, 
1936, and could not state whether the situation as to special 
rate concessions had changed since then. He asserted, however, 
that in 1930 hundreds of Universal’s customers were being 
billed at special rates and commissions were paid to traffic 
managers in return for routing business via Universal. 

Mr. Sturm’s testimony regarding the operations of the 
National Carloading Corporation followed similar lines and 
tended to show that the company was linked financially to the 
Erie, Chesapeake & Ohio and Pere Marquette railroads. 


The witness could not offer much testimony regarding the 
operations of Acme Fast Freight as he said he was not given 
access to the company’s records and could therefore not develop 
any connection of Acme with any railroad. He introduced 
some of the company’s tariffs which were in effect in 1934. 


The Commission then began its inquiry into the carload- 
ing practices of the Boston & Maine Railroad. E. J. Powers, 
special agent of the Commission, was put on the stand to 
testify regarding his investigation of the Boston & Maine’s 
operations in February and March, 1935. He cited figures to 
show the growth of the traffic over the railroad handled by 
Acme Fast Freight. This traffic, he said, was approximately 
seven million pounds greater in October, 1935, than it was in 
October, 1934, nearly doubling in the 1935 period the 7,086,492 
pounds handled in the same period in 1934. A large part of 
this traffic, he asserted, was formerly handled by the B. & Mu 
in its merchandise cars. 


The Acme Company, he said, operated from B. & M. fre'ght 
houses at a number of points, and added that at some of these 
points Acme paid no rent for the facilities it occupied in the 
freight houses. He charged that in many cases cars used for 
Acme shipments were not loaded to carload capacity, yet were 
transported as full cars at carload rates and that the B. & M. 
put empty cars at certain points and treated them as stop-of 
cars in the billing. He also said that in some cases refrigerator 
cars were supplied for the movement of Acme freight at car- 
load rates. He introduced numerous exhibits in support of h's 
assertions. 


Mr. Powers was questioned at length on his testimony by 
W. J. Walsh of counsel for the Commission and by J. R. Turney, 
attorney for Acme Fast Freight. Under Mr. Turney’s ques- 
tioning he admitted that he did not know whether the situation 
might have been “reformed” during. the last five months. 

J. R. MacAnanny, assistant freight traffic manager of the 
Boston & Maine and Maine Central railroads, was called to the 
stand and questioned at length by Mr. Walsh regarding the 
Boston & Maine’s facilities for handling Acme shipments. 

Mr. MacAnanny said he had nothing to do with rentals of 
space used by the Acme company except that he was consulted 
in regard to one blanket agreement for the Acme leases. He 
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said that the Acme company collected 50 cents a ton for load- 
ing freight. Loading costs, he added, were 77 cents a ton and 
unloading costs 50 cents a ton, these figures representing labor 
costs, with possibly some overhead included. Asked why the 
railroad should incur a loss on the loading operation he said 
the 50-cent figure was the highest they could get and admitted 
he thought it should be higher. 

The witness said that the B. & M. did not have complete 
control over the loading of Acme freight, as it was a “coopera- 
tive” operation and under further questioning admitted that 
the Acme company virtually directed into which particular car 
in a battery the freight was to go. It was understood, he said, 
that freight cars at the East Cambridge station for Buffalo 
would eventually go west of Buffalo and that in the battery 
there might be a Detroit car, a Chicago car, a St. Louis car, 
and so forth. 

Questioned regarding stop-offs, Mr. MacAnanny said that 
cars moving from Buffalo on the Boston rate were sometimes 
taken off at Springfield for partial unloading under Rule 24 of 
the classification and that a 6-cent stop-off charge was collected. 
Asked if the minimum carload weight was always present in a 
car which came to Boston he said he was told it was and ad- 
mitted that it was a violation of Rule 24 if this was not the case. 
He did not think Rule 24 was in conflict with the railroad’s 
practice, however. 

The question of what constitutes a box car caused several 
clashes between Mr. Walsh and the witness. Mr. MacAnanny 
admitted that refrigerator cars were furnished to Acme when 
the tariff called for box cars and further admitted that some 
iced cars had probably been furnished. He would not admit, 
however, that refrigerators were not box cars. He also said 
that 50-foot box cars had been furnished Acme on occasion but 
said that the railroad would do the same for any other shipper 
in regard either to refrigerator cars or large cars. 

Mr. MacAnanny admitted that he had written in a letter 
in 1932 that container and box car rates were being used to 
“steal the other fellow’s freight” and that he was still of the 
same opinion. 

Questioned by Mr. Turney as to the practice of loading 
cars so that connecting carriers could pick them up, the wit- 
ness said that if the B. & M. did not do this they would lose 
the business to a competing line—namely, the Boston & Albany 
line of the New York Central. 

Mr. MacAnanny said it was his opinion that there was no 
need of forwarding services if the railroad provided free col- 
lection and delivery service. Although he could not cite any 
instance where carload freight had been diverted to the Acme 
company which had formerly been handled directly by the 
B. & M. Mr. Walsh brought out that certain shipments of fur- 
niture which had formerly moved in carload quantities, had 
moved in Acme cars. 

The witness added in response to a question by Mr. Turney 
that the railroad felt it could better meet trucking competition 
a Boston, Worcester and Springfield than the forwarders 
could. 

Questioned by Examiner Trezise as to why loading was 
done at less than cost, he said it was because of competition 
and that the practice had been begun by someone else. He 
added that he believed the railroads should furnish service 
direct to the shipper without having to resort to a middleman 
but he would not give an opinion as to whether the same service 
could be performed by the railroad at the same carload rates 
applied on consolidated carload shipments, nor would be venture 
to state that the railroad could operate a forwarding company 
as one of its department and give the same service as now pre- 
vails. He added that he believed they could give the direct 
service without setting up a forwarding organization. The 
examiner also asked whether one shipper was given a different 
rate than another and the witness said he had been told so 
but had heard of no instance since April 1. 

A. M. Payne, manager of the industrial and agricultural 
bureau of the Boston & Maine, who said it was his duty to 
promote industrial development along the railroad’s lines, said 
he prepared all contracts covering industrial sidetracks and 
that the answers to the Commission’s questionnaire were pre- 
pared under his supervision. He was questioned by Mr. Walsh 
as to low rentals paid by the Acme company to the B. & M. 
for leases on space in freight houses in various cities. Mr. 
Walsh brought out than a yearly rental of $1,980 was paid by 
the forwarding company to the railroad for facilities in twelve 
cities. Mr. Payne said the rental was based on “supply and 
demand” and also pointed out that the rentals were not for 
exclusive occupancy. 

The examiners then took up the inquiry into carloading 
practices of the Boston & Albany Railroad, subsidiary of the 
New York Central System. Mr. Powers was recalled to the 
stand to testify as to his investigation of the B. & A. made in 
the summer of 1936. The railroad, he said, handled a large 
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Helping the 
Wheat “Farmer 


The Traffic World 


Wheat Field in the Yellowstone Valley 
In the circle: Northern Pacific ‘‘Wheat School” 





IKE the merchant and the professional man, the wheat 
farmer must keep informed about important developments in his business. The 
Northern Pacific Railway, one of America’s dominant wheat carriers, is co-operat- 
ing to this end. 


Aboard a specially equipped Northern Pacific passenger coach, fitted for 
classroom and laboratory work, a ‘‘wheat school’’ was conducted last spring. 
Fourteen one-day sessions were held along the railroad in North Dakota and 
were attended by 1,550 leading farmers and managers of country elevators. 
‘Lessons’ dealt with seed wheat, value of-purity and freedom from admixture, 
varieties and market grades that bring highest prices. Northwest Crop Improve- 
ment Association officers representing the grain trade, Federal grain specialists, 
and Northern Pacific agricultural agents, conducted the discussions. 


Ever since the Northwest shipped its first carload of wheat over the Northern 
Pacific from western Minnesota 64 years ago, the railroad has been a market 
link of the wheat and flour industry. Its co-operation with shippers has extended 
beyond dependable, expeditious transportation even to activities like the ‘wheat 
school,”’ looking to permanent welfare of the producers and their industry. 


Six states served by this railroad yield one-third of the nation’s wheat with 
an annual average value for the last ten years in excess of $200,000,000. 


NORTHERN PACIFIC RAILWAY 


” First of the Northern Transcontinentals” 


PAGE 739 

































































NOSE Sth We “ra are eo 


atte RS ai eM sae 
Pt ot Ree 


AE ; a 


at: 
* * Ps 


ae 


—_ <3 a 
SEA ie aii, being ten 
pee 


Sri 


ee 
eee 


Ba RTT iS, CT RE, «Raima a 
ad a ae 

















































































































































PAGE 740 


amount of traffic for three companies, the Universal Carloading 
& Distributing Co., Bay State Carloading Co. and Boston & 
Springfield Dispatch. He cited figures as to the amount of this 
traffic and as to space occupied by the Universal company at 
freight houses in Boston, Worcester and Springfield and de- 
scribed the B. & A.’s practice in regard to all-commodity rates 
on carload shipments. 

Richard Van Ummersen, freight traffic manager of the 
Boston & Albany Railroad, was questioned along the same 
lines as Mr. MacAnanny in regard to the facilities furnished 
freight forwarding firms by the B. & A. He testified that the 
railroad’s practices in this respect were due to competition 
between Boston and New York by the Eastern Steamship Lines 
and the New Haven Railroad. 

Questioned by Examiner Trezise, he said that he favored 
the use of freight forwarders in meeting truck competition and 
expressed himself definitely as not in sympathy with the pick- 
up and delivery plan. He said he thought the forwarders used 
by the B. & A. rendered the complete service necessary to 
meet the competition. He denied that his ideas were based on 
any connection, however vague, of the Universal company with 
the B. & A. He added that he believed all forms of transpor- 
tation should be regulated. 

Mr. Van Ummersen said that several years ago a large 
volume of traffic moved from Boston to Buffalo by truck but 
that by the establishment of all-commodity rates a large pro- 
portion of this traffic had been reclaimed by the B. & A. 

James C. Irwin, valuation engineer for the Boston & Al- 
bany, who prepared the railroad’s answers to the Commission’s 
questionnaire, testified in regard to leases on freight house 
space and other facilities granted to forwarding companies, 
= answers following the same general lines as those of Mr. 

ayne. 


FUTURE OF RAILROADS 


Declaring that the railroads would continue to develop as 
commerce developed, would continue to be the essential back- 
bone of that commerce, and would “make the grade,” J. J. 
Pelley, president of the Association of American Railroads, 
told the American Life Convention at Dallas, Tex., October 
14, that the future of the American railroads was brighter 
now than it had been in many years. 

Pointing to efforts made by the railroads to increase effi- 
ciency of operation and results obtained thereby Mr. Pelley 
said also there was good reason for belief “that those in- 
equities in public policy, which have had the effect of reducing 
railroad volume and raising railroad costs, are on the way 
toward correction.” 

“There is a growing recognition on the part of the public 
that government subsidy to competing forms of transportation 
adds to the burden of the taxpayer and that by diverting ton- 
nage and reducing volume increases the necessary cost of 
essential railroad service,” said he. “Public recognition of a 
situation is the first step toward its correction. I feel that the 
chances of securing the equality of treatment which is all that 
the railroads ask or need, are better today than ever before. 

Mr. Pelley said that naturally the life insurance companies 
were vitally interested in the future of the railroad industry in 
view of the fact that they had approximately three billion 
dollars invested in railroad securities, an investment which had 
remained solidly with little change in total throughout the 
depression. 

What that future was, Mr. Pelley added, depended on the 
answers to four underlying questions: 


1. Will railroad service continue to be essential on this continent? 

2. Are railroads improving their services and cutting their unit 
costs ? 

3. Have the railroads, with a normal volume of business, the in- 
herent efficiency to operate on a profitable basis? 

4. Will they receive equal treatment and opportunity under our 
public transportation policies? 


“Railroad service,” Mr. Pelley said, “has been essential in 
the upbuilding of America and is just as essential today. I 
say this with full recognition of the value and usefulness of 
other forms of transportation, but with the assured conviction 
that no one of them, nor all of them together, could physically 
meet the demands of the commerce of this continent.” Con- 
tinuing, he said: 


This nation demands the transportation of vast quantities of goods, 
at good average speeds, between all points, in all weathers and all 
seasons. The railroads are able to meet that demand, and do it at 
over-all costs so low that they haul a ton a mile for an average revenue 
of less than one cent. The railroads can do the essential job and 
there is nothing now in existence or in sight to take their place. So the 
answer to our first question is, yes. The railroads will continue to be 
the essential transportation service on this continent. 
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In answer to the second question, the railroads are cutting costs 
of operation, improving service, modernizing their plant, and meeting 
all their responsibilities as public service companies. They have re- 
duced and are now further reducing competitive wastes. They are ad- 
justing themselves to changing conditions. 


Fifteen years ago the operating cost of producing transportation 
equivalent to moving a ton of freight one thousand miles averaged 
$10.78. In 1935 it amounted to $6.63, a reduction of 39 per cent. Such 
savings are the result of better plant and equipment, better methods of 
operation and greater efficiency all along the line and in every depart- 
ment of the railroad. 


Freight train speed between terminals has increased nearly 50 per 
cent on the average. Fatalities and injuries to passengers and em- 
ployes between 1923 and 1935 were reduced 88 per cent. Fuel consump- 
tion by locomotives is 25 per cent less for each unit of work done. 
Track is maintained at less cost per mile through better methods and 
greater use of improved material. We have not begun to reach an end 
to the modernization and improvement of the railroad plant. The rail- 
roads are carrying on research work in many directions. Some of it 
is being done in laboratories such as the one maintained for more than 
40 years by the railroads at Purdue University or the one at the Uni- 
versity of Illinois where the railroads and the steel companies are now 
engaged in research as to steel rails; some of it in joint field tests, such 
as those recently completed on the new air brakes, or those now in 
progress on the new experimental light-weight freight cars; some of it 
by individual railroads or by manufacturers of equipment and materials. 

While the railroads have been cutting costs they have not neglected 
to improve their service or their safety. In the passenger field, such 
improvements as air conditioning, higher train speeds, more attractive 
equipment outside and inside, and new forms of power are well known. 
Improvements in freight service are less generally known but they are 
no less real and important. Service has been made faster, more de- 
pendable and more complete. The enlarged pick-up and delivery service 
of the railroads, which only awaits permission of the Interstate Com- 
merce Commission to be further extended, is an important step to- 
ward a more complete service. 


Financial results of railroad operations depend upon the volume of 
business which railroads can get to do, and upon the efficiency with 
which it is done. That they have efficiency, the railroads have demon- 
strated through this depression by their great and genuine achieve- 
ments in reducing unit costs and improving the quality of their service. 
With efficiency of that sort, even modest increases in volume of busi- 
ness have a happy effect upon the net income of the railroads. Traffic 
is still at a level less than two-thirds that of 1929, and the average rate 
of return on railroad investments is still low, below 2% per cent, but 
an increase of 16.7 per cent in gross revenues during the first eight 
months of 1936, compared with 1935, was translated into an increase of 
30.0 per cent in net revenues, before taxes and rents. 

The results of even the moderately better returns already achieved 
may be seen in the repayment of loans to the Reconstruction Finance 
Corporation. In the first seven months of 1936, repayments were made 
to the amount of $64,368,186. This is more than in any one of the pre- 
ceding four calendar years and brings the total repayments to $155,- 
335,149, more than 30 per cent of the total amount loaned by that gov- 
ernment agency. Of the total of $200,529,500 loaned to railroads by the 
Public Works Administration to stimulate the heavy industries through 
railroad purchases, only $84,166,500 is still due the government. The 
balance of $116,363,000 has either been repaid or the notes have been 
sold to the public by the government at a profit. Thus the history of 
government loans to railroads at the time of the World War is being 
repeated. These loans totaled $1,080,000,000, of which all but $31,- 
000,000 has been repaid, with a good profit in interest besides. 

The answer to our third question is, then, that the railroad indus- 
try of the United States, privately owned and privately operated, has 
the inherent over-all efficiency to carry itself on a self-supporting basis, 
in so far as its own operations are concerned. 


, As to whether the railroads will receive equal treatment 
and opportunity under our public transportation policies, Mr. 
Pelley said: 


We ask for equality of treatment and opportunity, and that is all. 
It is all we need. With that, we can secure our proper share of the 
commerce of this continent and handle it on a level of efficiency at 
which we can make money for our investors as well as furnish an 
essential service to the country. I base my belief that we are on the 
way toward such equality of treatment and opportunity upon events of 
the past few years. 


Mr. Pelley called attention to the enactment by the last 
Congress of the law to regulate interstate transportation over 
the highways and said that Congress also gave consideration 
to regulation of water carriers for hire in interstate domestic 
commerce. The House of Representatives in the last Congress, 
he added, passed by an overwhelming majority the bill to give 
railroads greater freedom to meet competition where it exists 
by relieving them of the restrictions of the long and short haul 
clause, and such a bill may be enacted by the next Congress. 

“I do not believe,” Mr. Pelley added, “that Congress will 
put upon the railroads an intolerable load of bills which will 
greatly increase their operating costs without adding anything 
to their safety, service or revenues and which are not to be 
made to apply to their competitors.” 
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+ Gulenest- 


TO EVERY SHIPPER 


The Canadian-American trade agreement has greatly 
stimulated industry and commerce between the two 
countries. The Soo Line makes direct connection with 
Canadian lines at Soo, Mich., Portal, N. D., Noyes and 
Duluth, Minn., on traffic to and from all points in Canada. 


The Railroad Business Map 
of the Northwest 


Your attention is called to 
the vast territory it covers. 

















To avoid delay ... shipments for CANADIAN 
DESTINATIONS must be accompanied by 
SHIPPERS’ EXPORT DECLARATION made in 2 
Triplicate. This document must be delivered to ya 
Railroad Agent at initial point with the shipment 
and accompany same to Canadian port of entry. 


SOO SERVICE WILL BE SATISFACTORY TO YOU 
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OCEAN SHIPPING NEWS 
The Traffic World New York Bureau 


The ocean freight market has continued firm in the last 
week, with prompt tonnage scarce and owners’ ideas advancing 
to a point where it was very difficult to obtain October-Novem- 
ber tonnage. The St. Lawrence grain trade continued active 
and a number of vessels departed in ballast for other markets. 
It was reported that the Tramp Shipping Administrative Com- 
mittee might meet soon in London to consider advancing 
minimum grain rates from the St. Lawrence for the balance 
of the season. Berth operators in the Montreal-Antwerp/Rot- 
terdam trade were asking 12% cents. 

Grain fixtures from the St. Lawrence totaled ten, most of 
them done on picked U. K. ports Antwerp-Rotterdam basis at 
the 2s 3d rate. Two of these were done on option for the 
French Atlantic range or Mediterranean for October/November 
loading. A fixture of 35,000 quarters was made from the St. 
Lawrence to Antwerp at 2s 3d for mid-October loading and one 
of 42,000 quarters was done for London/Hull/Antwerp-Rotter- 
dam, also at 2s 3d for October/November loading. 

Among the transatlantic sugar fixtures were a 3,000 ton 
steamer from Nuevitas to Antwerp at 16s for mid-October 
loading; a steamer of 3,333 net tons from Cuba to Marseilles 
on the basis of 16s 6d for mid-November loading and one of 
7,500 tons from Cuba to Marseilles, also at 16s 6d for No- 
vember. 

Activity in the time charter trades was somewhat less than 
during the week before, but several long voyage charters were 
consummated. West Indies and Canadian business was scarce. 
A motorship of 2,159 net tons was chartered for delivery North 
Atlantic, redelivery Far East via North Pacific at 4s for 
October and a steamer of 2,408 net was taken for delivery 
Japan, redelivery U. K./Continent via North Pacific at 4s 6d 
for October. 

The only reported activity in the export coal market was 
to the West Indies, where a few small vessels were closed. 
"here were, however, one or two inquiries for sizable steamers 
for the East Coast of South America for October-November 
loading. 

The scrap iron market again lapsed into inactivity. 

Among the miscellaneous fixtures was that of a steamer 
for 8,000 tons of rails from Sydney, C. B., to the Capetown/ 
Durban range, done at 13s for November loading. 

In the tankers’ trade a motorship of 3,732 net tons, clean, 
was fixed from the Gulf to the Continent on the basis of 11s 3d 
for loading the first half of November. 

From the North Pacific two vessels of 3,190 and 3,045 net 
were fixed from Vancouver to U. K./Continent at 28s 6d f.i.o. 
for November loading. 


U. S. MARITIME COMMISSION 


The Traffic World Washington Bureau 


Rear Admiral Harry G. Hamlet, referred to by Admiral 
Wiley, chairman of the United States Maritime Commission, as 
a “prospective” member of the commission, was sent to the 
Pacific coast this week by the commission to begin an investi- 
gation of the maritime troubles there. In the meantime the 
commission asked the employers and employes to continue un- 
der agreements then in force pending the outcome of the in- 
vestigation. Admiral Wiley said the commission desired tp 
obtain the facts. 

Edward F. McGrady, Assistant Secretary of Labor, who 
is on the Pacific coast, previously had asked the members of 
the commission to come to San Francisco to deal with the 
situation first hand. Admiral Wiley, however, announced 
that the commissioners felt they should remain in Washing- 
ton. The commission also conferred with representatives of 
the Chamber of Commerce of San Francisco. Following these 
developments, the commission, October 13, issued the follow- 
ing statement: 


Existing relations between the ship operators and the maritime 
unions on the Pacific Coast are matters of public knowledge. Not- 
withstanding that they are also matters of grave public concern, it 
does not seem to this commission that an agreement between the op- 
erators and the unions before October 16 can be reached. The situa- 
tion, therefore, threatens cessation of maritime operations on the 
Pacific Coast. The public interest cannot tolerate that condition. 

In the public interest, this Commission proposes to use to the 
fullest extent its power and authority, both legal and moral, to 
prevent the thre&tened catastrophe. Therefore, the commission is 
undertaking an investigation to determine the merits of the various 
questions involved and upon completion of it, without delay, will 
announce its findings. 

Admiral Hamlet, representing the commission, will proceed to 
San Francisco tomorrow to carry on the investigation on the ground, 
and will be followed immediately by additional representatives. 
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In the meantime and until such determination, both the ship 
operators and the maritime unions not only are requested, but they 
are also expected, to continue operating under agreements now in 
force. They are reminded that the first obligation of each of them 
in this emergency is to the public. 


The employers and the longshoremen had agreed to con- 
tinue under the existing agreements until October 16, the hope 
being that a new agreement or the basis for one might be de- 
veloped by that time. 

Rear Admiral Hamlet was one of the three original ap- 
pointees to the commission, but could not accept the appoint- 
ment because of U. S. Coast Guard regulations governing re- 
tired officers of that service unless he were retired for dis- 
ability. Recommendation that he be retired for disability has 
been made. 

“We are going to see this thing through and have peace 
out there,” said Chairman Wiley, of the Maritime Commission, 
October 14, referring to the Pacific coast.maritime labor situa- 
tion. 


Thomas G. Plant, representing the employers, telegraphed 
the Commission that the employers would agree to an extension 
of present conditions until the Commission’s investigation had 
been made and the facts determined provided the unions gave 
assurance there would be no stoppage of work. 

The unions’ committee said it would agree to an extension 
of ten days from October 15 if the Commission could give 
assurances the “same will be fruitful.” 

In reply and in the light of the position taken by the em- 
ployers, the Commission wired the unions that it could not 
accept any limit of time as to the period of its investigation. 
Referring to the offer of the employers, the Commission said 
that without the concurrence of the unions “the Commission is 
seriously handicapped in its efforts to settle the controversy.” 

The Commission wired the unions that it must insist on 
compliance with its demands for continuance of operation under 
the present agreement until investigations were completed and 
findings announced. 

Admiral Wiley said that, from experience with such mat- 
ters, he believed it would take the Commission at least thirty 
days to make its investigation and reach conclusions. 

The commission has yet to say what authority with respect 
to marine labor it holds it will have under the merchant marine 
act beginning with October 26 when the Shipping Board Bu- 
reau and the activities of the Merchant Fleet Corporation will 
be transferred to it. The act authorizes and directs the com- 
mission “to investigate the employment and wage conditions 
in ocean-going shipping and, after making such investigation 
and after appropriate hearings, to incorporate in the (subsidy) 
contracts authorized under titles VI and VII of this act mini- 
mum-manning scales and minimum-wage scales and reasonable 
working conditions for all officers and crews employed on all 
types of vessels receiving an operating-differential subsidy.” 

This provision of the act has been taken as meaning that 
the Maritime Commission, strictly speaking, has no power with 
respect to maritime labor than that specified therein. 

It has been pointed out, however, that the commission 
may be in a position to urge the shipowners to cooperate with 
it in trying to effect a settlement of the labor troubles in view 
of the fact that, shortly, the commission will be adjusting the 
existing ocean mail subsidy contracts and substituting there- 
for subsidy contracts under the new law. 

The idea back of this line of reasoning is that the ship- 
owners will not wish to incur the ill will of the commission 
in the labor situation and then have to deal with it later in 
obtaining subsidies. 


Congress provided that the provisions of the merchant 
marine act, 1936, unless otherwise provided, should become 
effective thirty days after a majority of the members of the 
commission had taken the oath of office. The effective date 
of the act under that provision is October 26. 

Chairman Wiley, commenting on the offer to maintain the 
status quo until October 26, said the commission expected the 
two sides to maintain the status quo until the commission had 
completed its investigation and made its findings. 

“The commission stands where it stood yesterday,” said 
he, referring to the statement issued October 13, adding he 
thought that was a perfectly plain statement as to the position 
of the commission. 

, Chairman Wiley announced that, in addition to Rear Ad- 
miral Hamlet, the commission was sending T. Huntington 
Morse, in charge of operations and sales of the Merchant Fleet 
Corporation, to the Pacific coast in connection with the com- 
mission’s investigation. 

_ While tusseling with the Pacific coast situation the com- 
mission October 14 received a delegation of New York long- 
shoremen headed by Nicholas Sands, who said they represented 
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longshoremen of the United Fruit Lines. The commission told 
the delegation it had no jurisdiction over the dispute the men 
said they had with the United Fruit. The men charged that 
the United Fruit paid 20 cents an hour under the regular union 
scale of $1 an hour for straight time and $1.50 an hour for 
overtime and urged the commission to cut off the subsidy ac- 
corded the ships of that company. Sands told newspapermen 
that if there was a “lockout” on the Pacific coast the long- 
shoremen on the Atlantic coast would back up the Pacific coast 
workers. He said the group he represented had taken the 
matter up with Joseph P. Ryan of the International Longshore- 
men’s Union. Members of the commission obtained the impres- 
sion that the Sands group was moving independently of the 
longshoremen’s union. The majority of United Fruit long- 
shoremen, Sands told the commission, earned an average of 
less than $15 a week the year round and the company denied 
the men the right toe organize. 

Pacific coast maritime unions sent a telegram to President 
Roosevelt, it was said at the offices of the Maritime Commission 
October 15, in effect challenging the authority of the com- 
mission to intervene in the dispute between the employers and 
the men. Chairman Wiley declined to discuss the contents 
of the telegram, which he said was being studied by commission 
counsel. The employes said they were willing to extend the 
present truce until October 28 and in the meantime proposed to 
take a strike vote, the strike to be effective any time after 
October 28. Chairman Wiley emphasized October 15 that the 
commission would be thoroughly impartial in its investigation. 

The Commission, in a telegram to Harry Lundberg, sec- 
retary of the Sailors Union of the Pacific, replying to in- 
quiries as to the investigation to be made by Admiral Hamlet, 
said the admiral carried all the authority of the Commission 
including all its power to issue subpoenas, summon witnesses 
and put them under oath. Scope and order of investigation 
would be determined by Admiral Hamlet, said the Commission. 

In a telegram to F. M. Kelley, secretary of the joint nego- 
tiating committee of the maritime unions of the Pacific Coast, 
the Commission referred to representations made to it that the 
crew of the States Steamship Company’s Oregon was refusing to 
sign articles unless certain demands were met and said it was 
absolutely essential that both shipowners and unions should 
continue to operate under existing conditions and that the 
Oregon should be manned pending the outcome of the investi- 
gation. The Commission told Kelley it would be unfortunate 
if any action was taken by the union members that would 
embarrass the Commission in its efforts to ascertain exact con- 


ditions or to create a further atmosphere of unrest on the 
part of the seamen. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the De- 
partment of Commerce on agreements filed pursuant to the 
provisions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 





Conference 140-C between Vogemann-Goudriaan Company, Inc., 
and Compagnie Generale Transatlantique, Waterman Steamship Cor- 
poration, and the other member lines of the Gulf/French Atlantic 
Hamburg Range Freight Conference restricting activities of Vogemann- 
Goudriaan Company, both as common carrier principal and as agent, 
in respect to traffic from United States Gulf ports to Continental 
European ports in the Antwerp/Ghent-Hamburg Range. 

Conference 200-C between Pacific Argentine Brazil Line, Inc., and 
Westfal-Larsen & Co. A/S, providing for the ratio in which the lines 
will participate in payment, if any, made to Osaka Shosen Kaisha 
under Conference 200-B. 

Conference 175-8 between Beadle Steamship Company, Ltd., Cham- 
berlin Steamship Company, Ltd., Hammond Shipping Company, Ltd.. 
et al., modifying provision of agreement of the Pacific Coastwise Lum- 
ber Conference in respect to period of notice of withdrawal from 
conference membership. 

5443 between Calmar Steamship Corporation and Oceanic & Ori- 
ental Navigation Company providing for the transportation of cargo 
under through bills of lading from United States Atlantic Coast ports 
to Japan, Korea, Formosa, Siberia, Manchuria, China, Hongkong, 
French Indo-China, and the Philippine Islands, with transhipment at 
Los Angeles Harbor or San Francisco. 

5473 between Luckenbach Steamship Company, Inc., and Standard 
Fruit & Steamship Company (Vaccaro Line), providing for the trans- 
portation of cargo under through bills of lading from United States 
Pacific Coast ports to Havana and other Cuban ports, with tranship- 
ment at New York. 

5486 between Luckenbach Steamship Company, Inc., and North 
Atlantic and Gulf Steamship Company, Inc., providing for the trans- 
portation of cargo under through bills of lading from United States 
Pacific Coast ports to Havana and other Cuban ports, with transhipment 
at New York. 

5488 between Pacific Coast Direct Line, Inc., and the Border Line 
Transportation Company, Puget Sound Freight Lines, Puget Sound 
Navigation Company, and Skagit River Navigation and Trading Com- 
pany providing for the transportation of cargo under through bills of 
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lading from United States Atlantic Coast ports to United States Puget 
Sound ports, with transhipment at Seattle, Tacoma, or Everett, Wash. 

5492 between Luckenbach Steamship Company, Inc., and New York 
and Cuba Mail Steamship Company providing for the transportation 
of cargo under through bills of lading from United States Pacific 


Coast ports to Havana, and other Cuban destinations, with tranship. 
ment at New York. 


Agreements Canceled 


Conference 140-B between Yogemann-Goudriaan Company, Ince,, 
and member lines of the Gulf/French Atlantic Hamburg Range Freight 
Conference, which has been superseded by Conference 140-C. 

5178 between American Line Steamship Corporation and The At- 
lantic Transport Company of West Virginia (Panama Pacific Line) 
and McCormick Steamship Company providing for the transportation 
of cargo under through bills of lading between New York and foreign 
ports of call of Panama Pacific Line and ports on the Pacific Coast 
of the United States and Canada north of San Francisco, with tranship- 
ment at San Francisco or Los Angeles Harbor. 

3641 between Calmar Steamship Corporation and Oceanic & Ori- 
ental Navigation Company, which has been superseded by 5443. 

3069 between Luckenbach Steamship Company, Inc., and Standard 


Fruit & Steamship Company (Vaccaro Line), which has been super- 
seded by 5473. 


3576 between Luckenbach Steamship Company, Inc., and North 


Atlantic and Gulf Steamship Company, Inc., which has been super- 
seded by 5486. 


3646 between Pacific Coast Direct Line, Inc., and Border Line Trans- 
portation Company, Puget Sound Freight Lines, Puget Sound Naviga- 


tion Company, and Skagit River Navigation & Trading Company, which 
has been superseded by 5488. 


1085 between Luckenbach Steamship Company, Inc., and New 


York & Cuba Mail Steamship Company (Ward Line), which has been 
superseded by 5492. 


2279 between Luckenbach Steamship Company, Inc., and New 


York and Cuba Mail Steamship Company (Ward Line), which has been 
superseded by 5492. 


MISSISSIPPI RIVER LINES 


The Board of Engineers for Rivers and Harbors has an- 
nounced the publication of a report on transportation lines on 
the Mississippi River system, which is issued as No. 4 of the 
transportation series. The reports in this series are compiled 
and published under authority of section 500 of the transporta- 
tion act of February 28, 1920, and contain information covering 
shipping conditions and transportation, as affecting the use of 
our water routes and ports. 


The report gives information concerning the transporta- 
tion lines and cargo-carrying vessels operating on the Mississippi 
River system. Table No. 1 in the report is a complete alpha- 
betical list of all lines, companies, or individuals operating ves- 
sels on the system. Table No. 2 gives a complete description 
of the vessels operated by each line, company or individual, in- 
cluding the drafts of vessels when loaded, heights of super- 
structures above the water line when light, and the cargo- 
handling equipment available. Table No. 3 gives a description 
of the operations by lines. Distance tables are also included in 
the report covering the important rivers comprising the system, 
as well as maps showing the system and its connecting water- 
ways and the project depths thereon. Copies may be obtained 


for 25 cents each from the Government Printing Office, Wash- 
ington, D. C. 


SHINGLES BY WATER 


The Intercoastal Lumber Distributors’ Association has been 
permitted to intervene in Shipping Board Bureau docket No. 
421, B. M. Arthur Lumber Co., Inc., vs. American-Hawaiian 
Steamship Co., involving demurrage or storage charges on 
shingles received at Philadelphia, Pa. 


OCEAN MAIL CONTRACTS 


Commissioner George Landick, of the U. S. Maritime Com- 
mission, and Harllee Branch, Second Assistant Postmaster Gen- 
eral, conferred this week with respect to the Post Office Depart- 
ment turning over to the commission October 26 administration 
of the ocean mail contracts entered into under the Jones-White 
act of 1928. Under the latter act the Post Office Department 
made the payments required by the contracts. All matters 
relating to the contracts will be under the jurisdiction of the 
Maritime Commission on and after October 26. 


U. S. LINES WITHDRAWS COMPLAINT 


In Shipping Board Bureau docket No. 165, United States 
Lines Co. vs. Cunard White Star, Limited, et al., in which the 
United States Lines complained of a cargo handling agreement 
to which defendants were parties, the Secretary of Commerce 


has granted a petition of the United States Lines to withdraw 
the complaint. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 


lems. We do not desire to take the place of the traffic man but to help him 
in his work. 


The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Motor Carrier Act—Application 


California—Question: Please refer to your answer to IIli- 
nois, under the above caption, appearing on page 320 of the 
August 15 Traffic World. 

You embody in your answer the following: “If, however, 
title passes at destination, you would be hauling your own 
goods as a private carrier and, in our opinion, may, without 
subjecting yourself to the provisions of the Act, other than 
as to safety regulations, add an amount to the invoice sufficient 
to cover the cost of transporting the goods to their destination.” 

On a similar question presented to the California Railroad 
Commission, they ruled that where a higher price was charged 
for the merchandise at destination than the same commod.ty 
sold for at point of origin, that the seller was transporting the 
merchandise for remuneration and as such, subjected himself 
to the provisions of the California Highway Transport Act. 

While the opinion made by you would prove advantageous 
to our operations, I do not believe such a practice would be in 
conformity with the intent of the law. If the delivery costs in 
a certain territory are grouped together and added to the cost 
of the merchandise so that the merchandise sells for the same 
pr'ce at shipping point that it does at destination, then pos- 
s bly the principle you advocate would apply, but in such in- 
stances where merchandise is quoted at one price at shipping 
point and at a higher price at destination (obviously including 
the cost of transportation to destination) then the fact that 
the shipper does not relinquish ownership until delivered at 
destination, does not alter the fact that he is receiving com- 
pensation for the transportation and is competing with for- 
hire carriers. 

While technically you may be right on this question, it 
seems to me that the circumstances surrounding the particular 
transaction determine whether or not the practice comes with- 
in the meaning of the law, and we are just kidding ourselves 
when we take advantage of a technical evasion. Sound trans- 
portation policies are based upon the intention back of the law 
or regulations if they are to be enduring. 

It seems to me that if no decision of authority has as yet 
been made on this question, it would warrant submission to the 
Interstate Commerce Commission for a definite ruling as it 
ao a principle tremendously important to the shipping 
public. 

Answer: A ruling by a given state commission applies, of 
course, only to intrastate traffic within that state and is based 
upon the provisions of the law which governs the shipment of 
goods within that particular state. 

In all probability the Interstate Commerce Commission will 
be called upon to rule formally upon this question. 

However, the fact that a shipper hauling his own freight 
as a private carrier is competing with for-hire carriers, is not, 
in our opinion, determinative of the question, as it seems ap- 
parent that the Motor Carrier Act contemplates such competi- 
tion, if it may be called such, in that there is no regulation 
of private carriers thereunder, except as to safety of operation. 


Tariff Interpretation—Minimum Weights—Uniform Minimum 
Irrespective of Size of Equipment 


Missouri.—Question: We would like to have your opinion 
in the matter of loading of coal in cars at our Oklahoma mines 
destined to Texas points. 

Item 80-A, Supplement 15 of Southwestern Lines’ Tariff 
19-Q, Agent Johanson’s I. C. C. 2683, reads in part as follows: 
“On coal and coal briquettes, in open cars, the minimum weight 
will be 60,000 pounds.” 
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The question involved, is it permissible to load 60,000 
pounds of coal in 80,000 or 100,000 pound capacity cars? We 
have asked the traffic department of the A Railroad and B 
Railroad to give us a ruling on this. : 

The traffic department of the A Railroad insist Item 80-A, 
Supplement 15, S. W. L. Tariff 19-Q makes a flat minimum 
of 60,000 pounds and we can load 60,000 pounds of coal in a 
car regardless of its size. 

The traffic department of the B Railroad does not agree 
with A Railroad, stating that the omnibus clause, Item 75, 
S. W. L. Tariff 19Q, states that if there is no specific reference 
to furnishing large cars when smaller ones are ordered this 
item auomatically places the carrier in their Tariff 5682-V, 
which specifies that where cars of greater weight capacity are 
furnished for carrier’s convenience, in lieu of smaller capacity 
ordered, charges will be assessed on basis of actual weight, 
but not less than the minimum carload weight applicable to 
the weight capacity of cars ordered by shippers. ; 

In case that a car is loaded to full visible capacity and 
cannot hold 60,000 pounds of coal, what will be the proper 
weight upon which to assess the freight charges? — 

Will you kindly advise us which of these opinions is cor- 
rect? 

Answer: We are unable to locate decisions of the Commis- 
sion in point. It is our opinion, however, that the tariff of 
carrier “B,” which publishes rules governing cars furnished 
at variance with shipper’s order at carrier’s convenience has no 
application in connection with a minimum weight which is ap- 
plicable to cars of any capacity, that is, where the m'nimum 
weight does not vary with the length or capacity of the car. 
This tariff carries the following provisions: 


The * * * railroad will furnish cars of dimensions of weight carry- 
ing capacity ordered by shippers when possible to do so, but if car- 
rier for its convenience furnishes cars of different dimension or 
weight-carrying capacity the following rules will govern, provided 
that the shipment made could have been loaded into cars of the size 
or carrying capacity ordered by the shippers. 

Rule 2—Where cars of greater weight capacity are furnished. 
charges will be assessed on basis applicable to cars of capacity ordered 
by shippers, provided that the weight of the shipments made do not 
exceed ten per cent above the weight capacity of cars ordered. When 
loaded in excess of ten per cent above the weight capacity of cars 
ordered, charges will be assessed on basis applicable to the car of 
next greater weight capacity, in the service of the carrier, into which 
the shipments could have been loaded without exceeding ten per cent 
above the weight capacity, except that on shipments of coal or grain, 
charges will be assessed on basis of actual weight, but not less than 
the minimum carload weight applicable to the weight capacity of 
cars ordered by shippers. (See Exceptions Nos. 1 and 6.) 


See Folly Town Company vs. Erie R. R. Co., 120 I. C. €. 
157, in which case the Commission states that it has found 
where there is a uniform minimum for cars of all lengths, the 
carrier is not required to furnish a car of any specified length, 
but is under the duty of establishing a minimum weight that 
can reasonably be loaded into a car of the size furnished, citing 
Tull & Gibbs vs. Norfolk & Western Ry. Co., 55 I. C. C. 17; 
that the establishment of a minimum weight, irrespective of 
the size of equipment, is a holding out by the carrier, upon 
which the shipper is entitled to rely, that it will furnish a car 
capable of holding that minimum. 

While the above referred to cases deal with the length 
of cars, the principles stated therein are equally applicable, in 
our opinion, to the weight carrying capacity of cars, and there- 
fore apply to the facts in the instant case. 

We see no basis for applying other than a minimum weight 
of 80,000 pounds, under the provisions of Item 80-A, of Sup- 
plement 15 to S. W. L. Tariff 19Q, regardless of the size of 
car furnished. 


Storage—Explosives and Other Dangerous Articles—Railroad 
Premises—What Constitutes 


Tennessee.—Question: Please refer to your answer shown 
on page 356 of the August 22, 1936, Traffic World, under the 
above caption. 


We direct your attention to the first sentence of our ques- 
tion which we thought clearly stated that the land on which 
the track in question is located is owned by a third party. This 
third party is an industry that is in no way connected with 
ourselves or the carriers. To enable you to more clearly see 
the existing conditions we are enclosing a blueprint and wish 
to direct vour attention to the lines shown in yellow which 
is the pipeline leading from the unloading device located adja- 
cent to the track in question to our location. For your further 
information the block designated as 185 is owned in its entirety 
by the third party mentioned in our question. 

It is our contention that the exception shown in the note 
reference to Sections A, B and C of Rule 6, which provides 
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that charges set forth in the above rules are not applicable 
where tracks of the carriers are located on or within the con- 
fines of property owned or leased by an industry, applies in 
this particular case as the third party is an industry. 

_ We concede the point that the track is owned by the car- 
rier and unless we have a side track agreement in effect with 
the carrier we cannot claim exemption of demurrage charges, 
however, it is our interpretation of the note that loaded ship- 
ments are exempt from hazardous or storage charges. 

Answer: The question for determination appears to be 
whether the words “except tracks located on, or within the 
confines of, property owned or leased by an industry,” as 
used in the note in Rule 6, are to be interpreted as relating 
only to an industry which owns the land on which the tracks 
are located or an industry which is the consignee or consignor 
of the goods contained in the cars on which the carrier seeks 
to assess storage charges or whether they relate to tracks 
located on, or within the confines of, property owned or leased 
by an industry, regardless of the identity of the industry or the 
ownership of the goods contained in the cars. 

There being no qualification of its application, it would 
appear that the words in the rate should be given the latter 
interpretation. 

Delay—Liability of Carrier 


Illinois.—Question: Would you be good enough to give us 
a decision of two of the courts covering the following: 

We diverted a car of perishable products intended for the 
auction the following day. At the time the car was diverted 
the train was due to leave. However, the train being two to 
three hours late, we were able to, and did get the two cars 
out on this train, although late. However, very little time 
was made up between here and destination, the result was that 
they failed to make destination in time for market the follow- 
ing day out of here. This particular train which was due out 
at the time we placed our diversion, is actually due at des- 
tination the following A. M. out of here, and in time for auction. 

It was the intention of the seller at destination to put one 
of the cars on the market the following day out of here, had 
it arrived in time, and the other car the next day following, 
so that the two cars would not be thrown on the market at 
the same time, which they stated that, along with numerous 
other cars of the same product, would cause a lower price 
situation. However, as the cars did not make the auction the 
following day out, both cars were put on auction the second 
day out, with the result that the market was considerably 
lower, and we found it necessary to file claim for the difference 
between the market price the following day out, the day they 
should have arrived, and the second day out, the day actually 
placed on auction. 

The carriers contend that as at the time the cars were 
diverted the train due to make the auction was due out of 
town, and if it had been on time we would not have been able 
to get them on this train, and they would have moved on 
another train about three hours later, which is not due at 
destination in time for the next day’s auction, they are not 
liable, even though they placed them on the earlier train due 
out at time of diversion, but which account of running late, did 
not leave for three hours afterwards, and not making up any 
of the delay, arrived at destination too late for the following 
day’s market. 

Our contention has been that inasmuch as they accepted 


these two cars without reservation, even though they were run-’ 


ning late at the time the diversion was placed, and actually 
placed the cars on said train, failing to make the market for 
which intended, they are most surely liable for the difference 
in the market price on the day they were actually due for 
auction and the day they were actually placed on auction, 
which loss was caused by their not making the market auction 
for which the cars were intended. 

Your candid opinion, with citations to court decisions cov- 
ering identical cases, would be appreciated. 
Answer: We are unable to locate decisions of the courts 
in point. 

We are inclined, however, to agree with the carriers that 
no liability for delay on their part exists. This for the reason 
that, when taking into consideration the late hour at which 
your diversion instructions were placed, there was, in reality, 
no delay in the transportation of the goods from the point at 
which they were diverted, in the event the goods were trans- 
ported from the point of diversion to destination without un- 
reasonable delay. The fact that shipments which originated 
at other points did not reach destination in time for the market, 
does not subject the carrier to liability for delay to the ship- 
ments in question, if they were transported with reasonable 
dispatch, even though, due to the fact that the train was late 
at the time it reached the point at which these shipments were 
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diverted, they did not reach destination in time for the market. 

In other words, whether there was delay to the shipments 
in question, when considering the time at which they were 
tendered to the carrier and the time the shipments were in 
transit from the point of diversion to destination thereof, and 
not the fact that the train did not make up time lost prior 
to its arrival at the diversion point of the shipments, deter- 
mines the liability of the carrier for unreasonable delay to 
the shipments. 


Conversion—Delivery by Carrier to Other Than Party to Whom 
Order Bill of Lading Endorsed 


INlinois—Question: A shipment is forwarded on an order 
bill of lading and the bill of lading is endorsed by the shipper 
to deliver to John Smith. The bill of lading on its way to the 
bank and attached to the draft to be naid by John Smith 
miscarried and fell into the hands of another person who pre- 
sented it to the carriers and received the shipment. Can the 
carriers be held for conversion, as the bill of lading was en- 
dorsed to John Smith and the carrier has been negligent and 
has not taken the necessary measures to ascertain whether the 
shipment has been delivered to the person to whom the bill 
of lading was endorsed. 

In other words, at the present time it is our practice to 
endorse order form bills of lading in blank, and as we read 
the Transportation Act the carrier must deliver the shipment 
upon presentation of the original bill of lading, except in the 
event it is endorsed by an individual or firm, and it is then 
his duty to deliver only to the person or firm to whom the 
endorsement has been made or on his order. Are we correct? 

Answer: Section 9 of the bills of lading act provides: 


That a carrier is justified, subject to the provisions of the three 
following sections, in delivering goods to one who is: 

* * * (c) A person in possession of an order bill for the goods, 
by the terms of which the goods are delivered to his order * * *. 


Section 10 of the act provides: 

That where a carrier delivers goods to one who is not lawfully 
entitled to the possession of them, the carrier shall be liable to any- 
one having a right of property or possession in the goods if he 
delivered the goods otherwise than as authorized by subdivisions (b) 
and (c) of the preceding section * * *. 


The duty of the carrier is not merely to convey safely the 
goods intrusted to it, but also to deliver them to the party 
designated by the terms of the shipment, or to his order, at 
the place of destination. This duty to deliver to the proper 
person is absolute. If the carrier delivers goods to a person 
not entitled to receive them it is liable to the person who is 
entitled to them for conversion, rendering it immediately liable, 
regardless of the subsequent destruction of the goods by an 
act of God, and irrespective of its good faith in making the 
delivery. 

Under the above provisions of the bills of lading act, the 
carrier apparently misdelivered the shipment in question and 
is therefore liable in damages for the value thereof. 


Tariff Interpretation—Application of Emergency Charges to 
Switching in Connection With Line Haul Movement 


Wisconsin.—Question: I note in your Jan. 4 issue, 1936, 
page 33, that in your answer under the above caption, your 
interpretation does not agree with the application used here. 

From the way the question is worded it seems that the 
grain is purchased from the elevator and moved to the mill 
for milling or other purposes. After the process is completed 
the product is moved in line haul shipment out of that town. 
In such an instance the switch would not be considered a part 
of the line haul shipment and should be charged the emergency 
charge on all switching movements between industries. 

If the shipment moved from the mill in a switch movement 
to another carrier at that point for line haul movement on the 
second carrier, the first carrier could not increase its switch 
charge under the tariff if the second carrier did not get an 
emergency charge on its line haul move. 

I believe your interpretation is in error as I know of no 
case where a switch movement across town can be used as a 
part of a transit movement. Such movements are independent 
switch movements without any connection to the line haul 
movement. The bill of lading at a subsequent date would cover 
the movement out of the mill and even though this particular 
commodity was bought for a specific shipment, I do not be- 
lieve that it could be properly said that this switch was in 
connection with a line haul movement, as such movements are 
usually considered. 

Please advise if my interpretation is correct. 

Answer: Our answer, to which you refer, was qualified, 
as you will observe, by the condition that the switching was in 
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Iowa, en route from Omaha with perishable freight for Chicago and Eastern ig 
markets. The viaduct is one of the longest in Iowa, being almost one-half | 
mile in length. The maximum height is 140 feet. It spans the Des Moines i 
River, two railroads and five highways. . ; 
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Day after day, luscious fruits and green vege- 
tables from the West and Northwest speed to 
Chicago and Eastern markets over the ‘Great 
Western” regularly and dependably on time. 
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You can rely on the ‘Great Western’’—it is 
geared to handle your shipments efficiently 
and speedily. : 


Your nearest ’’Great Western”’ representative 
will be glad to tell how you can use the facili- 
ties of this railroad to advantage. 
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fact performed for or in connection with a line haul shipment. 

Without having additional facts, particularly reference to 
the tariffs involved, it is not possible to give definite answer 
to the question, but generally speaking we believe that you are 
correct in your views. 


Damages—Measure of—Freight Charges on Shipment Injured 
Through an Act of God 


Wisconsin.—Question: A shipper recently forwarded a car- 
load shipment, with freight charges prepaid, which was dam- 
aged by flood prior to reaching final destination. There is no 
question of negligence or delay on the part of the carriers and 
the carriers, of course, are not responsible for the loss inasmuch 
as the damage was due to an act of God. 

The shipper filed a claim for the refund of freight charges 
prepaid on this shipment, inasmuch as the carrier did not com- 
plete the bill of lading contract by delivering the shipment at 
final destination, but the carriers have declined settlement. 

We would appreciate your opinion on this matter, also any 
reference to any similar cases, if there are any, which have 
been before the courts. 


Answer: We can locate no decisions of the courts which 
have a bearing on this question, with the exception of the de- 
cision in Louisville, etc., R. Co. vs. McKenzie, 59 Southern 345, 
wherein it was stated that the acceptance and retention of 
freight charges by the carrier does not preclude it from setting 
up the release of liability for damage to a shipment through 
an act of God. 


In our opinion, freight charges on such a shipment are not 
recoverable for the reason the carrier has performed the trans- 
portation service contracted for, although, through no negli- 
gence on its part, no benefit was conferred upon the shipper 
or owner of the goods. 


In this connection, see the last paragraph of our answer to 
“Pennsylvania” on page 270 of the August 8, 1936, issue of the 
Traffic World, under the caption, “Damages—Measure of— 
Freight Charges.” 


RAIL DINING SERVICE 


American railroads serve 25,000,000 meals annually in their 
dining cars, according to the Association of American Railroads. 

Air conditioning of dining cars and train equipment, says 
the association, has resulted in an increase in the number of 
orders for heavier meals. ; 

Efficient movement of the fifteen hundred dining cars now 
in service is an intricate task, it is pointed out, in explanation 
of what is said to be an efficient and dependable system under 
which dining cars are at hand at mealtimes. Before being 
employed in the dining car service, it is stated, stewards, chefs 
and waiters are required to take a course of instruction in 
schools maintained by the railroads. One large eastern rail- 
road has three such schools where there are reproductions of 
the latest dining cars. : 

In telling of the task the stewards have in being prepared 
for the dining car patrons, the association says: 

From experience the steward knows that of every hundred patrons 
about 85 will want coffee and 15, tea. About 35 will ask for roast beef 
while the remainder will order chicken, fish, chops and steaks in about 
the order named. There is one thing upon which the steward can 
gamble with assurance, and that is the fact that apple pie is still the 
greatest American dessert, exceeding all others in demand. 

The average equipment of each dining car consists of 800 pieces of 
china, 980 table cloths and napkins, about 240 pieces of glassware, 550 
pieces of silver, and 200 pantry and kitchenware items such as pots, 
pans, knives, brushes, pails, and other utensils used by the chef and 
his assistants. Approximately 1,000 dishes of all kinds must be washed 
during a meal period by one man at a sink less than two feet square. 

That the hungry public likes meat best of all is shown by the fact 
that more than 15,000,000 pounds of meat, costing approximately $3,- 
500,000 is consumed annually in railway dining cars contrasted with 
approximately $155,000 for meats in the largest hotel in the world. Mr. 
and Mrs. Traveler also enjoy their coffee and tea, using annually ap- 
proximately 1,000,000 pounds of coffee and about 250,000 pounds of tea. 

Keeping the dining car service supplied with milk is an enormous 
job not only because of the quantity used but also because it must al- 
ways be fresh. Dining cars attached to transcontinental trains must be 
supplied with fresh milk at various points en route. This means that 
milk must be waiting at the station when the train arrives, for a train 
cannot be delayed because the milk man has overslept or is otherwise 
late in arriving. Approximately 3,500,000 quarts of milk and cream are 
used annually in dining cars. 

Eggs also play an important part in the diet of the traveling public. 
An average of 2,000,000 dozen eggs is used annually. The bread bill of 
the railroads also is a sizeable amount; an average of 1,125,000 loaves 
of bread and 30,000,000 rolls being served each year, upon which 2,000,- 
000 pounds of butter are spread. 

More than three thousand acres of farm land are required to grow 
the 9,000,000 pounds of potatoes which the dining car service of the 
railroads require each year. The other fresh vegetables, together with 
the berries and fruit that are used, would make a young mountain. 
Fifteen thousand barrels of apples, 1,625,000 oranges, and a half million 


The Traffic World 





Vol. LVIII, No. 16 


grapefruit go to make up the larger part of the railroads’ $750,000 an- 
nual fruit bill. 

Ice cream ranks high in the public's choice of desserts, with the 
result that approximately 450,000 quarts are used on an average in each 
year, enough to provide a cone for every child in the United States be- 
tween the ages of five and seven. 


DENVER ZEPHYRS READY 


The two new streamlined Zephyr trains which will be 
placed in service between Chicago and Denver soon, on one of 
which Chicago business men were to make a trip to the latter 
city the week-end of October 23 (see Traffic World, October 10, 
p. 690), are the largest of their type ever constructed. Each 
unit consists of twelve cars built of stainless steel and com- 
pletely air conditioned. They will operate on an overnight 
schedule, replacing the three-car Zephyrs now in use on the 
run. The new trains embody all of the recent advances in 
passenger train construction and some not hitherto used. The 
latter include electric outlets in all washrooms, drawing rooms, 
bedrooms and compartments for use with electric razors, heat- 
ing pads, curling irens and similar appliances; telephone service 
connecting the cocktail lounge, the diner and the observation 
parlor car; individual radios for each drawing room, bedroom 
and compartment; individual air-conditioning control in draw- 
ing rooms, bedrooms and compartments; a new air curtain in 
the diner to eliminate all kitchen odors. 

The new units have an overall length of 883 feet 9 inches. 
The passenger cars are 2% inches wider inside than conven- 
tional equipment. The power cars house the diesel engines 
totaling 3,000 horsepower each. Behind each power car is a 
car to handle mail to and from Chicago, Council Bluffs, Omaha, 
Lincoln and Denver. In this car are located four auxiliary 
diesel engines, which generate power for the operation of air- 
conditioning units and electric lights. In the rear of the fourth 
car is a cocktail lounge of modern design with a quarter-circle 
bar, large windows fitted with Venetian blinds, and semi-circu- 
lar seats with tables. There is a connecting annex to be used 
as a smoking room or as an overflow section for passengers 
desiring tap-room service. 


The fifth car is the forward coach with a seating capacity 
of 64 passengers. The individual seats recline and revolve. The 
sixth car is also a coach car, with a seating capacity for 38 
passengers and dressing rooms for both men and for women. 
Rad’o and phonograph reception from the master radio is pro- 
vided in these coaches. The seventh car is the diner. It will 





seat 40. Radio and phonograph reception is available. The 
eighth, ninth and tenth cars are all 12-section pullman sleeping 
cars. The seat cushions in the sleepers, as well as the mat- 
tresses used when the berths are made down, are of special 
construction. An unusual feature is a number of extra-long 
berths (six feet 8 inches) designed for people of unusual height. 


The eleventh car is an all-room sleeper with drawing room, 
bedrooms and compartments which can be used either indi- 
vidually or made up en suite. Each room in this car is com- 
plete in itself with private toilet facilities, electric clock, indi- 
vidual 7-tube radio and an electrical outlet. The twelfth car 
is a parlor and observation lounge. Located at the forward end 
of this car are ten revolving and reclining parlor chairs. Two 
sections for card tables, together with a writing desk and a 
number of lounge chairs and “love-seats” are also parts of th’s 
car’s equipment. The typical rounded Zephyr-type observation 
end, together with the wide windows, afford an unobstructed 
view of the country. 


The Denver Zephyrs are constructed with low center of 
gravity. They are not completely articulated. Between some 
of the cars a “tight-lock’’ coupler is used, making it possible 
to cut in and take out cars as required. 

Following the inauguration of the Denver Zephyrs, the 
Burlington Railroad will put in service two new Twin Zephyrs 
of larger capacity than the smaller stainless steel, streamlined 
trains that have been following the route of the Mississippi 
River between Chicago and the Twin Cities since April, 1935. 
This will give the Burlington a fleet of eight Zephyrs. 
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BAI TIMORE & out 


“All set, Charlie —let’s go!” 


With the renewed activity in business 
generally, both freight and passenger 
traffic on the Baltimore & Ohio-Alton 
System shows improvement. 


No matter how brisk this business activ- 
ity, we pledge a ‘continuance of careful 
attention to your shipments. The “Will 
to Please” is a B & O tradition. 


The Baltimore & Ohio-Alton System rep- 
resents a complete and extensive railroad 
organization—serving the transportation 
needs of thousands of cities and towns. 
At no time shall there be any let-down 
of personalized service—regardless of 
the dollars represented. 


Our traffic representatives at principal 


cities throughout the country will gladly. 


assist in solving your transportation prob- 
lems, furnishing schedules, rates, routes 
and other information. 


Forfast,dependable freight schedules, plus 


efficient service, route your shipments via 


BALTIMORE & OHIO-ALTON LINES 
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Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Ohio, Lucas County.) Purchaser 
of berries, en route, consigned from Mississippi to Ohio, be- 
came consignee, and his relationship to carrier and berries 
was therefore defined by bill of lading and Interstate Com- 
merce Act (Interstate Commerce Act, Sec. 1 et seq., Secs. 
20(11), 81-124, 49 U. S. C. A., Sec. 1 et seq., Secs. 20(11), 81- 


124). (Carollo vs. Railway Express Agency, 3 N. E. Rep. (2d) 
659.) 


Where purchaser, en route, of strawberries consigned from 
Mississippi to Ohio entered into collateral agreement with 
carrier’s agent to accept berries, pay charges, and dispose of 
them at best price obtainable, if carrier would pay his claim 
for loss resulting from damaged condition of berries, such con- 
tract upon which purchaser sought to recover from carrier 
held void as contravening Interstate Commerce Act (Interstate 
Commerce Act, Secs. 2, 20(11), 49 U. S. C. A., Secs. 2, 20(11)). 
—Ibid. 


Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


(District Court, W. D. Pennsylvania.) Delivery of freight 
cars to shippers beyond interchange switch and “spotting” 
them at convenient places for loading and unloading held “‘com- 
mon carrier service,” up to certain limits, which carriers were 
bound to perform, since “spotting service” is “transportation” 
within statutory definition of transportation (Interstate Com- 
merce Act, Sec. 1 (3, 4), 49 U. S. C. A., Sec. 1 (3, 4)). (Amer- 
ican Sheet & Tin Plate Co. vs. United States, 15 Fed. Sup. 711.) 

Carriers may do “spotting service” themselves or engage 
others, including shippers and owners of property transported 
to do it, and pay therefor reasonable compensation out of 
freight rates (Interstate Commerce Act, Sec. 1 (3, 4), 49 U. S. 
C. A., Sec. 1 (3, 4)).—Ibid. 


Where spotting service to manufacturers was included 
within railroad’s published tariffs and was part of line-haul 
freight charge, and there were no circumstances relieving car-, 
riers of duty of supplying such service, manufacturers held 
entitled, under agreement with railroad, to do such services 
themselves and receive compensation for such services (Inter- 
state Commerce Act, Secs. 1 (3, 4), 15 (1, 13), 49 U. S. C.A,, 
Secs. 1 (3, 4), 15 (1, 13)).—Ibid. 


Interstate Commerce Commission held without power to 
prohibit entirely allowances by railroads to manufacturers for 
doing “spotting services,” in absence of finding as to whether 
allowances were unreasonable, unjustly preferential, unduly 
discriminatory, or otherwise unlawful, and injunction would 
issue at instance of manufacturers to enjoin such an order of 
the commission (Interstate Commerce Act, Secs. 1 (3, 4), 15 
(1, 13), 49 U. S. C. A., Secs. 1 (3, 4), 15 (1, 13); Jud. Code, 
Secs. 207, 209, 208, 28 U. S. C. A., Secs. 41 (28), 45, 46 and 
Sec. 47).—Ibid. 

(District Court, N. D. New York.) Pauses in transit inter- 
polated only for more convenient prosecution of journey do 
not break continuity of interstate transportation, but move- 
ment of one article cannot be pieced upon that of a wholly 
different article to create interstate transportation. (Baltimore 
& O. R. Co. vs. United States, 15 Fed. Sup. 674.) 

Creation of an article of commerce, as distinct from pack- 
ing, bailing, and the like, of an existing one, will generally be 
a terminus of transportation.—Ibid. 

Railroads held entitled to injunction to restrain Interstate 
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Commerce Commission from enforcing order directing railroads 
to establish through rate, under evidence disclosing that Com- 
mission had no jurisdiction because it could not treat two legs 
of transportation from points within New York to another 


- point within New York and thence to points outside New York, 


and from points outside New York to point within New York 
and thence to points within New York, as a single interstate 
route (Jud. Code, Sec. 24(28), 28 U. S. C. A., Sec. 41 (28). 
Evidence disclosed that the shippers, on whose complaint 
the order was made, made wood alcohol by the process of 
“destructive distillation” out of which come charcoal and crude 
“methanol”; that there were about 20 shippers situated either 
in Western New York or Pennsylvania; that they formed a 
company through which they dealt with a refiner whose plant 
was in Cadosia, N. Y.; that thither the crude “methanol” was 
shipped in tank cars which were emptied from sidings into 
storage tanks; that such crude methanol was mixed together, 
each shipper being merely credited with gallonage which he 
delivered; that when the crude product arrived at Cadosia, its 
eventual destination was not yet known; that the refined sub- 
stances were for the most part sold by another company in 
its own name as an undisclosed agent for the shippers; and 


that all but about 5 per cent of the end products were shipped 
by rail.—Ibid. 


(Supreme Court of Washington.) Statute authorizing De- 
partment of Public Service to supervise, regulate, fix, alter 
and amend just, fair, and reasonable classifications, rules and 
regulations and minimum rates and charges of every contract 
carrier and special carrier in state, held not violative of due 
process (Laws 1935, pp. 883, 884, Secs. 1, 2; pp. 885-889, Secs. 
3-8, 10-12; p. 892, Sec. 19). (Prater vs. Department of Public 
Service, 60 Pac. Rep. (2d) 238.) 


Title of statute authorizing Department of Public Service 
to supervise, regulate, fix, alter, and amend just, fair and rea- 
sonable classifications, rules, and regulations and minimum 
rates and charges of every contract carrier and special carrier 
in state, held sufficient to authorize fixing of minimum rates 
(Laws 1935, pp. 883, 884, Secs. 1, 2; pp. 885-889, Secs. 3-8, 10- 
12; p. 892, Sec. 19).—Ibid. 

Order of Department of Public Service, enacted under 
statute applying to contract carriers and special carriers, which 
did not apply to special carriers, held not invalid as discrim- 
inatory, where distinction respecting special carriers was valid 
as based upon character of equipment used (Laws 1935, pp. 
883, 884, Secs. 1, 2; pp. 884-889, Secs. 3-8, 10-12; p. 892, Sec. 19). 
—Ibid. 


hi * oi 
Shipping Decisions 
Cases Recently Deeided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 


(District Court, E. D. New York.) Owner of barge which 
was chartered under charter-party containing clause requiring 
owner to exercise due diligence to make barge seaworthy and 
relieving owner of liability for loss or damage to cargo occa- 
sioned by defects in hull, machinery, or equipment, whether 
existing before commencement of or developing during voyage, 
provided all reasonable means had been taken to make barge 
seaworthy, was private carrier and bailee, and was to be held 
answerable for negligence. (Chateaugay Ore & Iron Co. vs. 
Eastern Transportation Co., 15 Fed. Sup. 705.) 


In libel for loss of cargo aboard seagoing barge which sank, 
deposition testimony by tug’s captain concerning what barge 
captain had said when asking that barge be taken out of tow, 
must be understood in light of what barge captain deposed as 
witness on the stand.—Ibid. 


That chartered seagoing barge which foundered because 
her seams opened below deck, was short handed, did not make 
barge unseaworthy, as respects owner’s liability for loss of 
cargo.—Ibid. 

In determining whether vessel is seaworthy, each case 
must be decided according to its own facts.—Ibid. 

Evidence held to show that chartered seagoing barge which 
foundered when seams opened below deck in swells which 
barge ought to have been able to weather, was seaworthy, and 
that owner exercised due diligence to make barge seaworthy 
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as required by charter-party, relieving owner of liability for 
loss of cargo.—Ibid. 

Provision in charter-party that owner of barge was to in- 
sure and pay cost of insurance on cargo out of freight rate 
obligated owner only to procure insurance, and did not make 
owner insurer of safe arrival of cargo at destination.—Ibid. 


(District Court, E: D. New York.) Where owner of cargo 
contracted with another for shipment and the other arranged 
with corporation for transportation, and cargo was loaded on 
barge pursuant to oral contract between barge owner and 
corporation, barge owner held not liable in personam for loss of 
cargo to owner thereof in absence of proof of privity to im- 
plied contract of seaworthiness running in favor of the cor- 
poration. (The Lizzie D. Shaw, 15 Fed. Sup. 727.) 

Tug held not at fault so as to be liable for loss of cargo 
of barge for proceeding out of harbor with two barges in tow, 
while wind was from east to northeast at velocity of from 15 
to 20 miles per hour when no storm warnings or rough seas 
had been shown.—Ibid. 

While tow is under its control, tug has duty to exercise 
skill and care incident to prudent navigation.—Ibid. 

Tug should not have abandoned sinking barge in tow until 
all reasonable efforts had been made for preservation of barge. 
—Ibid. 

Tug is required to establish freedom from fault in sink- 
ing of tow.—Ibid. 

Evidence held to establish that tug was free from fault 
in sinking of tow, as against contention that tug was at fault 
in permitting tow to sink, failure to heed signals from barge 
that barge required assistance, failure to return to port when 
apparently it was dangerous to continue, failure to render 
assistance, and failure to endeavor to tow back to port of 
refuge.—Ibid. 


(Circuit Court of Appeals, Fifth Circuit.) Under statute 
providing that agreement to arbitrate maritime transactions 
was enforceable, plaintiff suing for breach of charter-party 
contract containing arbitration agreement had right to demand 
arbitration (United States Arbitration Act, Secs. 1-15, 9 U. S. 
C. A., Secs. 1-15). (La Nacional Platanera vs. North Amer- 
ican Fruit & Steamship Corporation, 84 Fed. Rep. (2d) 881.) 

District court had jurisdiction to entertain demand for 
arbitration by plaintiff suing for breach of charter-party con- 
tract containing arbitration clause, notwithstanding provision of 
contract that arbitrators should be selected from persons who 
did not live within territorial jurisdiction of such district court 
(United States Arbitration Act, Secs. 1-15, 9 U. S. C. A., Secs. 
1-15) .—Ibid. 

Generally, either party to contract of arbitration may 
waive it.—Ibid. 

Judgment which did not stay action at law on contract 
pending arbitration as requested by plaintiff and denied request 
for arbitration held “final judgment” and appealable to extent 
of denial of request for arbitration.—Ibid. 

Under United States Arbitration Act, District Court had 
discretion to refuse to stay action at law on contract which 
provided for arbitration and to deny prayer for reference of 
dispute to arbitrators if deciding that plaintiff was in default in 


proceeding with arbitration (United States Arbitration Act, 


Sec. 3, 9 U. S. C. A., Sec. 3).—Ibid. 

Plaintiff, by bringing action at law for breach of charter- 
party contract, ignoring provisions of charter party for arbi- 
tration, and delaying nearly four years before attempting to 
invoke arbitration, was precluded from demanding arbitration 
(United States Arbitration Act, Sec. 3, 9 U. S. C. A., Sec. 3). 
—Ibid. 


(Supreme Court, Appellate Term, First Department.) 
Where president of defendant corporation, knowing that trans- 
portable cargo had been on fire, and without taking any steps 
to ascertain whether fire had been extinguished, voluntarily 
signed charter party without reservation or exception which 
could have been inserted in contract, corporation could not 
escape liability for failure to fulfill contract on ground of subse- 
quent impossibility of performance caused by act of God or 
unforeseeable accident. (James Hughes, Inc., vs. Browning, 
Wells & Co., Inc., 289 N. Y. S. 903.) 

(Supreme Court, Appellate Term, First Department.) Is- 
sue of plaintiff’s failure to bring action against carrier within 
period stipulated in bill of lading should have been raised by 
answer and not by motion to dismiss, since only where limita- 
tion is by law and action is not brought within such limitation 
may case be dismissed on motion (Rules of Civil Practice, rule 
107; Civil Practice Act, Sec. 10). (David Coleman, Inc., vs. 
American-Hawaiian S. S. Co., 289 N. Y. S. 836.) 
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Carrier may limit time within which action may be com- 
menced to recover damages resulting from their negligence to 
period shorter than that provided by statute, but such limita- 
tion must be just, reasonable, and fair.—Ibid. 

Whether limtation of time by carrier within which action 
may be commenced against it for damages resulting from its 
negligence is reasonable must be determined in light of facts 
of each particular case.—Ibid. 


LIVE STOCK TO CHICAGO 


The hearing in I. and S. 4244, live stock to or from Chicago, 
before Examiner Taylor in Chicago, was suspended late 
October 3, without being formally closed to await the action 
of the Commission on a request by protesting railroads that 
the Great Western and the stock yards company be required 
to furnish certain information. Typical of the information 
sought was a compilation of all live stock and packing house 
traffic carried by the Great Western in 1935 and in 1936 to 
date by weeks. Opposing counsel were to consult in that 
matter. If the proponents decided not to furnish that informa- 
tion voluntarily, protestants’ counsel requested a subpoena 
to require its presentation. The second request was for the 
Commission to call on the Great Western to furnish within 
thirty days a statement of the live stock, fresh meat, packing 
house products and miscellaneous traffic moving over any part 
of its lines consigned by or to Armour and Company from 
January 1, 1935, to October 1, 1936, separated by months. 

The latter request brought a storm of protest from Paul 
Blanchard, attorney for Armour and Company. He referred 
the protestants to paragraph 11 of section 15 of the act and 
warned the Great Western representatives that the furnish- 
ing of such information was unlawful. 

“There is only one justification for asking for such informa- 
tion and that is a suspicion that a crime has been committed. 
We are tired of the underhand innuendoes of the protestant 
railroads,” said Mr. Blanchard. “If they think they have 
grounds for such a request, why do they not take this matter 
to the Commission’s bureau of inquiry or to the department of 
justice? We would welcome such a proceeding.” 

Luther M. Walter, Great Western counsel and trustee, as- 
sured Mr. Blanchard that the Great Western would make public 
no such information except on a court order. He added that 
the protestants might as well know that the Great Western 
would make no voluntary extension of the effective date of the 
tariff if such an extension was sought by protestants in order 
to permit them to complete work on the present case. 

R. A. Sperry was recalled to the stand and quizzed about 
a resolution purported to have been adopted by the Association 
of American Railroads stating the intention of the members of 
that organization to do nothing about modifying Chicago stock 
yards allowances until after the decision in the Hygrade case. 
Mr. Sperry said there had been such a resolution and that it 
had come to him in the regular course of his work, but that. 
before that, a copy of it had been handed to him by Richard 


O’Hara, traffic advisor for Chairman Prince of the stock yards 
board of directors. 


E. L. Kemp brought in figures he had been ordered to 
prepare on the day before (see Traffic World, Oct. 10, p. 665). 
These showed that the growth of packing house and live stock 
traffic on the Great Western in recent months had been heavier 
than on some railroads, but no heavier than on others. 


Probably the sharpest tilt among counsel came when 
Douglas F. Smith, attorney for the protesting railroads, sought 
to put_in the record a series of certified copies of extracts 
from Commission records in other cases. Mr. Walter, Ralph 
M. Shaw, and Bryce L. Hamilton, who had questioned most of 
the witnesses on cross examination, protested vigorously. Mr. 
Smith said the purpose of the presentations was to show “ad- 
mission against interests.” Opposing counsel insisted that, ac- 
cording to proper practice, such entries could not be made 
unless it were shown how the testimony and documents in 
earlier cases constituted such admissions. The documents were 
admitted by the examiner ‘subject to the objections. 


Louis E. Macaulley, vice-president, Armour and Company, 
testified that his company had no interest in the stock yards 
company. It had divested itself of such interests in response 
to the consent decree of the District of Columbia federal court, 
he said, but he pointed out that that decree ran against the 
persons of the officers and directors of the Armour corpora- 
tion and not against the corporation as such. 

H. R. Park, traffic manager, Chicago Live Stock Exchange, 
took the stand to say that he hoped the Commission would not 
forget that it was the live stock shipper who paid the freight 
on live stock. Mr. Hamilton called his attention to the fact 
that the suspended tariff carried no change in the rates charged 
to shippers. Mr. Park said he knew that, but he also knew 
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PORT 
ALBANY 
Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 





Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docke—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
serves water front. 


Industrial Area—pavement, water, sewers; power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 
74 Chapel Street, Albany, N. Y. 
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that “when railroads get to fighting among each other the 
shipper usually gets caught.” 

As the hearing recessed, Mr. Shaw made a plea to the 
Commission to permit the tariff to go into effect and then, if 
it saw fit, to institute an investigation into the matter of the 
divisions of the rates thereunder. 


TRUNK LINES DISAGREEMENT 


The Traffic World Washington Bureau 


No information has been received by the Commission about 
a report in New York that on account of the New York Cen- 
tral’s dislike for an arrangement said to have been made be- 
tween the Baltimore & Ohio and the Keeshin truck interests, 
the Universal Carloading & Distributing Co., Inc., an affiliate of 
the New York Central, had decided to divert traffic from the 
Baltimore & Ohio to the Pennsylvania between New York and 
Baltimore. According to the New York report the diversion 
will begin November 15. The report has it that Universal will 
continue to route Pittsburgh shipments over the Baltimore & 
Ohio. Nothing was expected because in routing traffic the 
Universal is a shipper. 

According to the information received at the Commission, 
months ago, the Baltimore & Ohio and the Keeshin Company 
made an arrangement for a combination rail and truck service 
between trunk line and central freight association territory on 
the one hand, and western trunk line territory on the other, 
similar to an arrangement between the Chicago Great West- 
ern and the Keeshin interests for traffic between the western 
part of central freight association territory and western trunk 
line territory. The tariff providing for that service, Keeshin 
Motor Express, Inc., I. C. C. No. 1, dated to have been effec- 
tive June & last, is under suspension in I. & S. No. 4210. In 
that tariff column ratings differing from the column class rat- 
ings of the railroads, subject to the Keeshin classification, 
Sicilia’s MF I. C. C. 1, are provided. All-commodity rates and 
a few commodity rates are also published therein. The tariff 
provides for the transportation of freight in trucks, trailers, 
or semitrailers, and in railroad equipment. 


GASOLINE TRUCK RATES 


The Traffic World Washington Bureau 


Alleging that the Lang Transportation Corporation, a 
common carrier of gasoline by tank truck, maintained unrea- 
sonably low gasoline rates from California refinery points to 
Wendover, Nev., furnishes storage and other accessorial serv- 
ices at Wendover and transports gasoline from Reno, Nev., 
to Wendover without tariffs for the services and transportation 
of California gasoline in Nevada, the Union Pacific and other 
railroads, the Standard Oil Co. (Indiana) and the Utah Oil 
Refining Co., have asked the Commission to issue a cease and 
desist order and to require the tank trucker to establish reason- 
able rates. These allegations and prayers are made in a formal 
complaint, BMC C-21, Bamberger Electric Railroad Co., Denver 
& Rio Grande Western, Standard Oil Co. (Indiana), Union 
Pacific Railroad Co., Utah Oil Refining Co., and the Western 
Pacific Railroad Co. vs. Lang Transportation Corporation. The 
receivers of the Rio Grande and the Western Pacific are also 
named as complainants. 

Rates alleged to be unreasonably low and therefore in 
violation of the policy laid down by Congress in the motor 
carrier act are 46.5 cents a 100 pounds on gasoline from Sacra- 
mento, Calif., to Wendover, Nev., and 51.5 cents from Oakland, 
Richmond, Oleum, Martinez, Avon and Stockton, Calif., to 
Wendover, on an estimated weight of 6.6 pounds a gallon. 
The complaining railroads point out that they are charging 
73 cents from Sacramento, Calif., to Salt Lake City and Ogden, 
Utah, in accordance with the Commission’s decision in Mountain 
Pacific Oil Cases, 192 I. C. C. 599. The complainants as a 
whole point out the competition there is in the destination 
territory between the gasoline from California and gasoline 
marketed in the Utah-Nevada territory by the Standard and 
Utah Oil Refining companies. 

The complainants allege, on information and belief, that 
the Lang company is } vragen | storage facilities and perform- 
ing unloading, reloading and other services at Wendover 
which facilities and services are not shown in the tariff estab- 
lishing the rates hereinbefore mentioned, namely, Tank Truck 
Operators’ Tariff Bureau Freight Tariff No. 1, MF I. C. C. 
No. 1. The complainants also allege that gasoline transported 
by the Lang trucks between the California points and Wend- 
over and there stored is delivered out of the storage by the 
defendant to private tank trucks and trailers and delivered 
by them at various points in Utah, including Salt Lake City 
and Ogden, and there marketed. It is further alleged, on infor- 
mation and belief, that the defendant since April 1 has en- 
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gaged in, and is now engaged in, the transportation by tank 
truck and tank trailer, of gasoline which originates at refin- 
ing and shipping points on the San Francisco Bay and at Sac- 
ramento, Calif., moved thence by railroad to Reno, Nev., and 
there delivered to Lang trucks for transportation to Wendover 
at rates unknown to complainants, and without having been 
filed and published. 

The facts alleged, according to the complaint, constitute 
violations of sections 216 (b), 216 (i), 217 (b), 217 (d), and 
202 (a) of the motor carrier act. 

Protestants in I. and S. No. 4189, petroleum from Cali- 
fornia to Arizona and Nevada, have asked the Commission 
to reopen that proceeding for further consideration and oral 
arguments. The case was decided September 11. The petition- 
ers allege the report of the Commission is erroneous, not 
supported by the evidence, and contrary to the evidence. They 
refer to a statement in the Commission’s report indicating 
that there is a movement of fuel oil by tank truck. They 
allege the record contains no evidence whatever that trucks 
have ever engaged in handling fuel oil or that an increasing 
proportion of the movement has been by automobile tank truck. 
Other specifications of alleged errors are made. The petition- 
ers contend that the Commission should have found that the 
suspended rates were not designed to meet truck competition, 
but to divert tonnage, which the railroads never enjoyed, from 
truck operators, by reducing rates to a point where truck opera- 
tors could not successfully compete. The petitioners represent 
that a grave situation confronts all interstate truck operators 
by reason of the decision in this case. The gravity of this 
situation, they assert, is such they feel that opportunity should 
be given to argue the matter before the entire Commission. 


NON-EMPLOYE PASS DATA 


The Commission, by division 4, has ordered each class I 
steam railway company to make quarterly for each quarter of 
1937, but not thereafter until further order, a report of free 
transportation furnished to persons other than employes of 
the reporting carrier and their families, showing the number 
of free passes and free tickets issued, the number of persons 
carried free, the number of nonrevenue passenger-miles traveled 
by those persons, and the value of such free transportation. 
The information is to be furnished in accordance with a form 
attached to the order. The reports are to be filed under oath 
within 60 days after the end of the quarter for which the report 
is rendered. 

The word “employe” as used in the order intends to cover 
those persons so classified under the Commission’s rules gov- 
erning reports of employes’ service and compensation. The 
orders say it also includes for the purpose of this particular 
report former employes pensioned, retired or furloughed, in- 
cluding the dependents of former employes and dependents of 
deceased employes. Free transportation furnished live stock 
caretakers or others provided for in published tariffs and also 
free transportation furnished contractors and their employes 
engaged in work for the reporting carrier, the report said, is to 
be excluded. The reports are to cover employes of and de- 
pendents of other railways, Pullman Company, express, high- 
way, airway, and waterway carriers and organizations main- 
tained by the carriers such as demurrage and inspection 
bureaus, traffic bureaus, railway associations, etc. 

Instructions to the carriers say that that to be included 
with persons not employes of carriers or members of employes 
families are to be government officials (federal, state and 
municipal), eleemosynaries, clergy, educators, local publishers 
who receive free transportation in exchange for advertising, 
also those directors, officers, local surgeons, local counsel, and 
other persons associated with carrier corporations and their 
affiliates who receive free transportation but are not classified 
as carrier employes under the Commission’s rules governing 
reports of service and compensation. 

Carriers are also directed to count each annual or term 
pass, coupon book and round trip pass issued only once. They 
are to include free tickets and refunds issued to persons en- 
titled to free transportation. They are to count one passenger 
carried each time a pass is honored. The instructions say the 
nonrevenue passenger miles for the quarterly period might be 
estimated by multiplying the actual number of persons carried 
on free passes and free tickets for the entire quarterly period 
by the average miles a passenger carried on such passes and 
free tickets in a test period of not less than one week in each 
quarterly period. 

A further instruction to each carrier is to report the value 
of free transportation. The estimate of the value is to be ob- 
tained by multiplying the nonrevenue passenger miles by the 
average fare a mile paid by revenue passengers for other than 
commutation service. If free transportation is furnished on 
commutation trains, the carriers instructed, its value should 
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CARTAGE 
COSTS 


Route LCL shipments vie 


UNION INLAND 
FREIGHT STATION No. | 


Located in New York's amazing 
new distribution G. H. Q. 


THE PORT AUTHORITY 
COMMERCE BUILDING 


165th to 16th Sts.—8th to 9th Aves. 
MANHATTAN 


This station, maintained and operated by the 
trunk line railroads serving the Port of New 
York, has already effected sensational savings 
in trucking time and money, not only for the 
tenants who occupy the remarkable space in 
the building itself but for all other shippers and 
consignees who have been far-sighted enough 
to form the economical habit of using Union 
Inland Station No. 1 for both inbound and 
outbound L.C.L. freight shipments. 


Write for detailed information to 


THE PORT OF NEW YORK AUTHORITY 


Traffic Manager 
111 Eighth Ave., 
New York City 


SEAM 


PERSONNEL 


An organization of alert, efficient men— 
trained to the development and mainte- 
nance of schedules and procedure methods 
that insure the movement and handling of 
freight with the greatest possible dispatch. 


EQUIPMENT 


With a great fleet of Class H locomotives 
and other comparable equipment, many 
“North Western” freight trains operate on 
express schedules at passenger train speeds. 


FACILITIES 


“North Western’s’” terminal facilities at 
Chicago and other points are among the 
finest in the world. They make possible 
“short cuts” and time saving that are re- 
flected in ““North Western’s”’ fast schedules. 


For information about freight or passenger 
movements, consult any 


C. & N. W. RY. REPRESENTATIVE 


Travel Ship via 
NortTHWestern 
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be computed separately on the basis of average commutation 
fares, but need not be reported separately. 


RAILROAD EARNINGS 


The Traffic World Washington Bureau 


Apparently for the purpose of indicating that, though there 
has been substantial improvement in railroad earnings in recent 
months, the railroads still have a long way to go to attain 
the prosperity they had in former years, the Association of 
American Railroads in a statement on railroad earnings issued 
October 13 compared preliminary figures on September earn- 
ings with actual earnings for September, 1930. 

For the roads covered in the statement the operating 
revenue in September was 22.8 per cent below September, 
1930. The year 1930 was selected for purposes of comparison, 
it is understood, because the desire was to take a year in which 
the effect of the depression which began in the latter part of 
1929 was reflected to show the extent to which the railroads 
were still considerably behind the first of the depression years. 


In 1929 the operating revenues of Class I railroads totaled 
$6,279,520,544. In 1930 they dropped to $5,281,196,870. In 
1933 they had dropped further to $3,095,403,904, but in 1935 
had risen to $3,451,929,411. For 1936 it is estimated that the 
operating revenues will total about $4,000,000,000. In 1931 
the total was $4,188,343,244. In other words, on the basis of 
operating revenues, the railroads at the end of this year may 
have climbed back to the 1931 level which was around §$2,- 
000,000,000 under the 1929 level, and about $1,000,000,000 under 
the 1930 level. 


Preliminary reports from 89 Class I roads, representing 
77.2 per cent of total operating revenues, said the association, 
showed that those railroads in September had estimated operat- 
ing revenues amounting to $276,012,576 compared with $237,- 
116,976 in the same month last year and $357,628,167 in the 
same month in 1930. Operating revenues of those roads in 
September were 16.4 per cent above those for September last 
year but 22.8 per cent below September, 1930, said the asso- 
ciation in its statement, which continues: 


Freight revenues of the 89 Class I railroads amounted to $226,114,336 
in September, compared with $193,192,920 in September, 1935, and 
$280,683,048 in September, 1930. Freight revenues in September, this 
year, were 17 per cent above the same month last year, but 19.4 
per cent below the same month in 1930. 

Passenger revenues, according to these preliminary reports from 
89 Class I railroads, totaled $28,184,768 in September, this year, com- 
pared with $24,088,392 in September, f935, and $46,487,454 in September, 
1930. For the month of September, this year, they were 17 per cent 
above the same month last year, but 39.4 per cent below the same 
month in 1930. 

Eastern District 


Thirty-six Class I railroads, representing 93 per cent of total 
operating revenues in the Eastern District, had estimated operating 
revenues of $162,943,011 in September, this year, compared with 
$137,873,776 in September, 1935. and $205,557,092 in September, 1930. 
Operating revenues of the 36 Class I railroads in the Eastern District 
in September, this year, were 18.2 per cent above the same month 
last year, but 20.7 per cent below September, 1930. 


Freight revenues of those railroads in September, this year, 
amounted to $131,759,284 compared with $110,560,565 in September, 
1935, and $157,504,366 in September, 1930. Freight revenues of those 
railroads in September, this year, were 19.2 per cent above the same 
month in 1935, but 16.3 per cent below the same month in 1930. 

Passenger revenues of those roads in September, this year, td- 
taled $18,587,260 compared with $15,966,759 in September, last year, 
and $3u,498,301 in September, 1930. Passenger revenues in September, 
this year, showed an increase of 16.4 per cent compared with Sep- 
tember one year ago, but a decrease of 39.1 per cent compared with 
September, 1930. 

Southern District 


Twenty-one Class I railroads, representing 68.2 per cent of total 
operating revenues in the Southern District had estimated operating 
revenues of $28,364,402 in September, this year, compared with 
$24,768,373 in September, 1935, and $33,938,707 in September, 1930. 
Operating revenues of the 21 Class I railroads in the Southern Dis- 
trict in September, this year, were 14.5 per cent above the same 
month last year, but 16.4 per cent below September, 1930. 

Freight revenues of those railroads in September, this year, 
amounted to $23,716,450 compared with $20,583,754 in September, 
1935, and $27,549,650 in September, 1930. Freight revenues of those 
railroads, in September, this year, were 15.2 per cent above the same 
month in 1935, but 13.9 per cent below the same month in 1930. 

Passenger revenues of those roads in September, this year, totaled 
$2,509,172 compared with $2,177,781 in September, last year, and 
$3,728,591 in September, 1930, being 15.2 per cent above September 
one year ago, but 32.7 per cent below September, 1930. 

Thirty-two Class I railroads, representing 60.9 per cent of total 
operating revenues in the Western District, had estimated operating 
revenues of $84,705,163 in September, this year, compared with $74,- 
474,827 in September, 1935, and $118,132,368 in September, 1930. 
Operating revenues of the 32 Class I railroads in the Western District 
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in September, this year, were an increase of 13.7 per cent compared 
with the same month last year, but a reduction of 28.3 per cent com- 
pared with September, 1930. 

Freight revenues of those railroads in September, this year, 
amounted to $70,638,602 compared with $62,048,601 in September, 1935, 
and $95,629,032 in September, 1930. Freight revenues of those rail- 
roads in September, this year, were 13.8 per cent above the same 
month in 1935, but 26.1 per cent below the same month in 1930. 

Passenger revenues of those roads in September, this year, totaled 
$7,088,336 compared with $5,943,852 in September, last year, and 
$12,260,562 in September, 1930. Passenger revenues in September, 
this year, were 19.3 per cent above those for september one year ago, 
but a decrease of 42.2 per cent below September, 1930. 


Estimates for September (89 Roads Included) 
1936 1935 1930 


(estimated) (actual) (actual) 
Freight revenue ........... $226,114,336 $193,192,920 $280,683 ,048 
Passenger revenue ......... 28,184,768 24,088,392 46,487,454 
Total operating revenues... 276,012,576 237,116,976 357,628, 167 


Cc. S. S. & S. B. REORGANIZATION 


The Chicago, South Shore & South Bend Railroad, in 
Finance No. 10165, the proceedings under section 77 of the 
bankruptcy law for its reorganization, has asked the Commis- 
sion to reconsider and modify its report and order approving 
the plan of reorganization, of a part of paragraph L of the 
plan, providing for the distribution of the net earnings of the 
reorganized company, and substitute a provision providing that 
“the other one-half of the net earnings shall be available to 
the debtor for any proper corporate purpose, but shall not, 
so long as any series B bonds are outstanding in the hands 
of the public (i. e., of persons other than Midland Utilities Co., 
a Delaware corporation, or Midland United Co., a Delaware 
corporation, or their successor or successors in interest), be 
used in payment of dividends.” 


Consent to the modification, the petition said, had been ob- 
tained from the Fidelity-Philadelphia Trust Company and 
Presbyterian Ministers’ Fund, owners of equipment trust obli- 
gations and holders of more than 98 per cent of all the claims 
of general creditors and of the holders of all the common and 
class B preferred stock, and of approximately 23.4 per cent of 
the class A preferred stock. The petition said that the effect 
of the modification would be to restore equality of the rate 
of return on the securities to be issued to the holders of equip- 
ment obligations and to the class IV general creditors. 


SHARPENING THE RAIL-TRUCK ISSUE 

(Continued from page 716) 
The examiner, several times in his report, indicated 
a desire to consider the rail rates on their merits alone, 
without controlling regard to their effect on the market 
conditions. He desired to do that on the presumption 
that the rates made by truckers were compensatory 
and the operations of the trucks were within the terms 
of the law. 

While he made no reference to the symmetry of 
the rate structure that would be affected by the pro- 
duced lower rates, Examiner Disque, in effect, recom- 
mended that no attention be paid to the appearance of 
the rate structure, one part in comparison with an- 
other. His proposition was that the rail rate and the 
truck rate structure should stand on their separate 
foundations. 

The report-is so precise as to challenge the old idea 
that all parts of the rate structure, enlarged by the 
motor carrier law so as to encompass the truck part, 
must be harmoniously in an arithmetical sense. It 
should, therefore, advance the day when all concerned 
will know the Commission’s idea because it places in 
the Commission’s lap the question as to whether the 
Central territory lines are to be forbidden to make 
rates they deem necessary and not less than reasonable 
minimum ones, because they do not look like other 
rates in all aspects and are not pleasing to all. 
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The 


PORT or NEWARK 


where 


WATERWAYS 

RAILWAYS - 

AIRWAYS 
HIGHWAYS 


meet— 


At the most strategic pivotal point 











along the entire Atlantic Seaboard. 


Preeminently— 


America’s most advantageous center of 
distribution to the markets of the world. 





EVERY CONSISTENT INDUCEMENT TO 
INDUSTRIALISTS AND SHIPPERS 





For Detailed Information Address 


MEYER C. ELLENSTEIN, Mayor 
CITY HALL NEWARK, N. J. 
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by using Nation-wide 
RAILWAY EXPRESS 


It will speed up every department in your business. 


Perfect for quick stock re-fills. Plus-perfect for style 
pre-showings and special orders where time is the 
all-in-all. Low rates and a nation-wide service. 
Pick-up and delivery in all cities and principal 
towns, prompt and without extra charge. All ship- 
ments forwarded at express train speed, with give- 
and-take receipts to check the records. With Air 
Express for top-speed emergencies—2500 miles 
overnight — goods can be in the store in half a day 
at the latest and often in practically a jiffy. e Phone 
the nearest Railway Express agent for a profitable 


talk on special holiday rush service. Now's the time. 


RAILWAY 
EXPRESS 


AGENCY, INC. 


NATION-WIDE RAIL-AIR SERVICE 
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T. W. A. AIR FREIGHTERS 


Air freight service utilizing special planes equipped as 
“flying box cars” will be inaugurated by Transcontinental & 
Western Air on its line on October 19, according to an announce- 
ment by Jack Frye, T. W. A. president. All-metal airplanes 
with a payload capacity of 3,500 pounds will be used. At first 
operations will be conducted between New York and Chicago 
with intermediate stops at Philadelphia, Pittsburgh, Columbus 
and Indianapolis. It is expected that the service will be ex- 
tended from Chicago to the west coast in the near future, Mr. 
Frye said. 

Midnight to dawn service will be offered in each direction 
with departures from New York and Chicago late at night and 
arrival at the other terminal before the opening of business. 
The assignment of special equipment to the transportation of 
air freight will not conflict with the T. W. A. regular air 
express service. The latter, operated under the name of General 
Air Express, will be continued at higher rates than for air 
freight. The express consignments will continue to be carried 
on the regular T. W. A. liners. 

A recent survey in which more than 50,000 shippers were 
interviewed concerning the demand for air freight service moti- 
vated the decision to inaugurate air freight service. The results 
of this survey indicated there was a demand for lower rates 
for the transportation of merchandise by air. 

Rates for the new air freight service will be as much as 
57 per cent below the regular air express rates. The rate 
between New York or Philadelphia and Chicago will be $12 
a hundred pounds as against the air express rate of $28; be- 
tween Pittsburgh and New York, $6, and between Chicago and 
Pittsburgh, $8. The rates from Philadelphia to the other points 
named will be the same as from New York. 


It is hoped that the sharp reductions will take shipping by 
air out of the “emergency use” class and will develop regular 
daily users. The rates include free pick-up and delivery service. 
All-Risk insurance may be obtained to cover air freight ship- 
ments at the rate of 10 cents a $100 valuation, the lowest rate 
ever quoted for this class of coverage, it was said. 


CIVIL AVIATION IN MEXICO 


Civil aviation in Mexico has made notable progress in 
recent years, according to a report from the American con- 
sulate-general, Mexico City, made public by the Commerce 
Department. 

From 1929 to 1935, the report shows, the number of com- 
panies operating air lines in the Republic increased from 5 
to 16, while the number of-_civil airplanes registered increased 
from 21 to 57. In 1934 there were 289 landing fields in Mexico 
of which 256 were civil, municipal fields. 

The number of kilometers flown by civil airplanes in Mex- 
ico increased from 2,052,138 in 1929 to 5,576,332 in 1935 while 
the number of passengers carried advanced from 12,366 to 
60,493. The number of passenger kilometers flown in 1935 


— to 23,374,834, a total which compares with 8,743,437 
in ‘ 


TRANSIT ON SILK 


The Realsilk Hosiery Mills, Inc., of Indianapolis, has 
asked the Commission to suspend a Pennsylvania Railroad 
tariff, I. C. C. 100, effective Nov. 1, which, it is alleged, cancels 
the privilege of “throwing raw silk imported through Pacific 
coast terminals to Indianapolis and forwarding of thrown prod- 
uct to points south of the Ohio River, carriers protecting 
through rate from point of entry to final destination, as car- 
ried in original tariff effective February 28.” 

By cancellation of this privilege, says the request, the 
company feels it is being unjustly discriminated against as 
under Kipp’s I. C. C. 135, and tariffs issued by individual lines, 
throwsters and receivers of silk in Chicago are permitted to 
bring raw silk through Pacific coast terminals into Chicago, 
“throw same and forward the thrown product to points south 


of the Ohio River, many of such shipments moving through 
Indianapolis.” 


NAVAL STORES RATES 


Mrs. Dorothy Evans, Gulfport, Miss., operating the Evans 
Motor Freight Lines, has asked the Commission to suspend 
rates on naval stores rosin, rosin dross, turpentine and pine 
oil, filed in supplement No. 17 to Pope’s I. C. C. 56 to apply 
from Columbia and Hattiesburg, Miss., to Gulfport on coast- 
wise and export business, dated to be effective October 24 
and to expire with the end of the year. A rate of 6 cents is 
proposed from Hattiesburg and 8 cents from Columbia. The 
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rates are published, according to the tariff, to meet motor 
competition. 

In her petition for suspension Mrs. Evans says that her 
lowest rate on these commodities to Gulfport is 9 cents a 100 
pounds. She avers that respondents are not reducing these 
rates to meet motor competition but for the sole purpose of 
destroying all competition. The petitioner alleges that the 
proposed rates are too low for the service, are not remunerative 
and will result in an out-of-pocket loss to the railroads. They 
are lower, it is added, than any similar rates fixed by the Com- 
mission anywhere in this country on these commodities. 

“We wish to point out to permit the tariffs to become 
effective and leave our only remedy to a formal complaint on 
those rates will be a vain and useless thing to do,” says Mrs. 
Evans’ petition, “as once the rates are in effect, our destruction 
will be complete and we won't be left to complain. But being 


out of business, this respondent will be free to restore the 
higher rates.” 


COORDINATED RATE GUIDE 


The Coordinated Rate Guide is a 
new simplified method of rate finding 
that cuts shipping costs, and eliminates 
tariff checking and cross-references. 
The financial resources behind Co- 
ordinated Rate Guide are an important 
factor in its compilation. Over $75,000 
has been expended in its production, 
according to James E. Sanford, vice- 
president, Consolidated Guide Corpora- 
tion, and tariff experts had a hand in 
its making. The Guide is not pub- 
lished in tariff form, but in a simpli- 
fied style. It shows the comparative 
rail, truck, parcel post and express 
rates between the principal cities of 
the United States on the one hand and 
64,000 destination points on the other. The volume makes it 
possible to ascertain instantaneously the lowest rate available. 

A useful feature is the index which permits the choosing of 
rail or truck carriers to every city, town and hamlet in the 
country. There is also a section of water rates, including 
barge, lake and coastwise rates. 

The guide is also useful to pool car shippers. They may 
get necessary information from it quickly and save telephoning, 
wiring and writing for rates beyond pool car distribution points. 

The guide offers a medium for revising shipping bills, be- 
cause it provides a simple means of checking old and current 
bills. 

It presents a complete picture of the motor transport rate 
situation in the 48 states. In this section are items covering 
equipment, membership headquarters location, names of truck 
officials, and insurance. 

The following personnel of the Consolidated Guide Cor- 
poration has charge of the maintenance and distribution of 
the Coordinated Rate Guide: James E. Sanford, vice-president; 
J. D. Veach, traffic manager; Ray F. Smythe, circulation man- 
ager; A. R. Green, Ohio representative; Conrad Faber, Wis- 
consin representative. There are other representatives in the 
principal cities of the country. 


J. E. Sanford 


LOANS TO RAILROADS 


Chairman Jones, of the Reconstruction Finance Corpora- 
tion, believes there will be little demand for railroad loans 
from the corporation in the coming year but nevertheless he 
feels that the authority to make loans where needed probably 
should be continued for a while. Congress will decide at its 
next session whether the lending powers of the corporation 
shall be continued. 

Railroads with credit, Chairman Jones points out, are 
obtaining money at lower interest rates in the private market 
than at the rate of 4 per cent charged by the RFC. He said 
the RFC had promised to lend the Western Pacific and the Rock 
Island money but remarked the latter probably would get the 
money it needed elsewhere. 

As of September 30, the corporation had disbursed $507,- 
ae in loans to railroads while repayments totaled $157,- 


LOANS TO MOTOR CARRIERS 
Though several applications have been filed with the Re- 
construction Finance Corporation by motor carriers for loans 
for purchase of new equipment, no loans have been made for 
that purpose, according to Chairman Jesse H. Jones. The cor- 












I, No. 16 


et motor 


that her 
nts a 100 
ing these 
urpose of 
that the 
junerative 
They 
the Com- 
ies. 
0 become 
iplaint on 
says Mrs. 
estruction 
But being 
store the 


} 
suide is a 
te finding 
eliminates 
eferences, 
hind Co- 
important 
er $75,000 
roduction, 
ord, vice- 
» Corpora- 
a hand in 
not pub- 
a simpli- 
mparative 
d express 
cities of 
hand and 
makes it 
available. 
hoosing of 
let in the 
including 


They may 
lephoning, 
ion points. 
- bills, be- 
id current 


sport rate 
$ covering 
s of truck 


uide Cor- 
ibution of 
president; 
ition man- 
uber, Wis- 
ves in the 


 Corpora- 
oad loans 
theless he 
| probably 
‘ide at its 
orporation 


out, are 
te market 
. He said 
i the Rock 
Id get the 


‘sed $507,- 
led $157,- 


th the Re- 
| for loans 
made for 
The cor- 


i sa a 


Directly serving the Peoria-Springfield gate- 
way. 

Performs fast, dependable freight service 
between all territories. 


For new industrial locations exceptional 
advantages are offered. 


Inquiries invited regarding service, rates and 
general information. Communicate with 
any traffic representative listed below or 


V. H. WILLIAMS, Traffic Manager 
709 ILLINOIS BLDG. SPRINGFIELD, ILL. 


DESIRABLE location is a vitally important 
factor in manufacturing and marketing. 
Are raw materials nearby? Is low-cost power 
available? Are labor and living conditions 
favorable? Is there a potential consuming 
market within easy reach? Are there adequate 
transportation facilities; suitable trackage and 
quick terminal transfers? 


Sead faced with the problem of 
finding a location where production costs 
can be held to a minimum are invited to 
investigate privately owned as well as Union 
Pacific properties in unusually advantageous 
industrial districts in the following cities: 


East Los Angeles, Calif. Omaha, Nebr. 
Long Beach Harbor, Calif. North Platte, Nebr. 
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CEDAR RAPIDS, IOWA. MEMPHIS, TENN. 
John Linsley, G. A. N. J. Boatner, T. F. A. 
407 Security Bidg. 916 Exchange Bidg. 
CHICAGO, ILL. MINNEAPOLIS, MINN. 
H. J. Thuller, G. A. E. Irber, G. A. 
140 South Dearborn St 316 Corn Exchange Bidg. 


DALLAS, TEXAS 
H. G. Williamson, G. A. 


901 Dallas Bank & Trust Bidg. 


DETROIT, MICH. 
Gordon O'Day, G. 


,G. A. 
3-107 General Motors Bidg. 


KANSAS CITY, MO. 
Geo. F. Kleinhoffer, G. A. 
405 Midland Bidg. 

Les ANGELES, CALIF. 


. M, Culver, G. A. 
305 Van Nuys Bidg. 


TULSA, OKLA. 
W.S 


NEW YORK, N. Y. 
H. H. Meyer, G. E. A. 
40 Rector iy ° 


PEORIA, ILL. 
Joe Walker, G. A. 
916 Com'l Natl. Bank Bidg. 


PITTSBURGH, PA. 
A. Waldbauer, 
528 Park Bidg. 


ST. LOUIS, MO. 
G. E. Zetzsche, C. A. 
1626 Arcade Bidg. 


G. A 


a 4 n, . 
941 Kennedy Bidg. 


CHICAGO 


& 
ILLINOIS MIDLAND 


RAILWAY 








Portland, Ore. Hastings, Nebr. 
Spokane, Wash. Grand Island, Nebr. 
Seattle, Wash. Gering, Nebr. 


Denver, Colo. 
Salt Lake City, Utah 
Ogden, Utah 


Kansas City, Mo. 
Salina, Kans. 
Nampa, Idaho 


We will be pleased to furnish all pertinent 
fits and figures, on request 


R. R. Mitchell, Freight Traffic Manager 
Union Pacific Railroad 
Omaha, Nebraska 


Union Pacific Railroad 
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poration announced August 5 it would consider applications for 
loans for equipment from established motor carriers operat- 
ing on regular schedule. It said no loans would be considered 
for the purpose of enabling applicants to extend their services 
beyond existing routes and that applications would not be con- 
sidered from carriers engaged in intraurban business. Chair- 
man Jones said a loan had been made to an air line for financ- 
ing purchase of equipment and that therefore it was thought 
that the same treatment should be accorded motor carriers. 


D. & R. G. W. REORGANIZATION 

The Commission, in Finance No. 11002, Denver & Rio 
Grande Western Railroad Co. reorganization, has permitted the 
Public Service Commission of Utah and Samuel Untermyer, 
Alvin Untermyer, Irwin Untermyer and Irene Myers Richter 
to intervene. 

The Commission in Finance No. 11002, Denver & Rio 
Grande Western Railroad Co. reorganization, has permitted 
Charles J. Nasmyth to intervene. 


W. P. REORGANIZATION 


The Commission in Finance No. 10913, Western Pacific 
Railroad Co. reorganization, has permitted the Reconstruction 
Finance Corporation to intervene. 


Cc. M. ST. P. & P. REORGANIZATION 
The Commission, in Finance No. 10882, Chicago, Milwau- 
kee, St. Paul & Pacific Railroad Co. reorganization, has per- 
mitted the City Bank Farmers’ Trust Co., as successor trustee 
under the first mortgage, dated June 10, 1880, and as successor 
trustee under the consolidated mortgage, dated February 11, 
1884, both made by Milwaukee & Northern, to intervene. 


READER RAILROAD REORGANIZATION 


The Commission, by division 4, in Finance No. 10860, 
Reader Railroad reorganization, by order, has incorporated in 
the record in that proceeding a report made by the Bureau of 
Accounts of the Commission on the income account of the 
Reader Railroad for the years 1930 to 1934, inclusive. 


NEW HAVEN INVESTIGATION 


The Commission has set No. 27224, New York, New Haven 
& Hartford investigation, for initial hearing at the Hotel Penn- 
sylvania, New York City, at 10 a. m. October 28. The hearing 
is to be conducted by Chairman Mahaffie and Examiner Mo- 
hundro. The Commission instituted the investigation in the 
fall of 1935. (See Traffic World, November 16, 1935, p. 843.) 
The inquiry is into the history, management, financial and other 
operations, accounts and expenditures of carrier funds of the 
New Haven in other than its common carrier operations. Its 
institution was regarded as the outcome of an investigation by 
the Commission, division 4, made when the carrier asked for 
an extension or renewal of a loan of $5,000,000, which was 
denied. 

Since the institution of the investigation accounting officers 
have been going through the accounts and records of the New 
Haven and the thought is that at the initial hearing the mate- 
rial they have gathered will be submitted. The Commission, 
it is thought, may use the material gathered not only in mak- 
ing a report but in making recommendations to Congress for 
changes in the law. 


M. P. REORGANIZATION 


The Commission, by division 4, in Finance No. 9918, Mis- 
souri Pacific Railroad Co. reorganization, on application of 
Ernest A. Green and Jerome N. Frank, special counsel to the 
trustee of the Missouri Pacific for an order making a partial 
allowance, on account, for legal services rendered prior to 
July 11, 1936, has fixed $9,000 for each. This allowance is 
without prejudice to the fixing of a final maximum limit there- 
for on further investigation. Applicants were employed by the 
trustee to advise them on what the Commission called “pur- 
ported” contracts between the debtor and Terminal Shares, 
Inc. According to the report, Green suggested that fair maxi- 
mum limitations for an allowance on account at this time 
would be at the rate of $20 an hour for himself and the other 
members of his law firm, and $7 an hour for the junior asso- 
ciates of his firm, a total of $26,688 for himself and associates 
from his office. Frank, the report said, made no suggestion 
as to specific rates for his compensation. A witness for the 
applicants testified that in his opinion compensation of $300 
a day would be a minimum for work of the character per- 
formed by the applicants. The Commission said that it was 
of the view that a final determination of the maximum al- 
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lowance to July 11, 1936, should be deferred until the value 
of the services was more clearly shown. 


CONCESSIONS FINE 
Secretary McGinty has issued the following notice: 


The Commission has been advised that on October 12, 1936, in the 
United States district court for the northern district of Georgia a 
plea of nolo contenderes was entered by Nashville, Chattanooga & St. 
Louis Railroad to two counts of an indictment against it under the 
Elkins act and a fine of $2,000 was imposed by the court. The in- 
dictment alleged granting of concessions and discriminations to Theo, 
Stivers Milling Co., Rome, Ga., by extending credit on freight charges 
beyond the lawful period. The case was investigated by representa- 
tives of the Commission’s Bureau of Inquiry and Attorney H. L, 
Main of that bureau assisted the United States attorney in its pre- 
sentment. 


CONCESSION INDICTMENT PLEA 

Secretary McGinty has issued the following statement: 

The Commission has been advised that on September 1, 1936, 
the Pacific & Idaho Northern Railway Co. entered a plea of guilty 
in the federal court at Boise, Ida., to one count of a six-count in- 
formation charging the defendant with unlawfully receiving con- 
cessions through the device of stopping company coal short of billed 
destination. 


REPRESENTATION OF EMPLOYES 


Justice Daniel W. O’Donoghue, of the federal district 
court in the District of Columbia, has sustained a motion to 
dismiss a suit brought by the Shopmen’s Association, Atlantic 
Coast Line Railroad, to enjoin the National Mediation Board 
from holding an election under the railway labor act to deter- 
mine representation of shopmen employed by the Atlantic 
Coast Line. The board will now proceed to hold the election. 

On February 8, 1936, the board, following a decision by 
the Supreme Court of the District of Columbia enjoining the 
board from holding a new election in lieu of one in which the 
Shopmen’s Association received a majority of the votes cast, 
certified that the Shopmen’s Association had been designated 
to represent the shopmen. The Railway Employes’ Depart- 
ment of the American Federation of Labor had invoked the 
services of the board to settle the dispute as to representation. 

The issue as to representation was revived again, however, 
and the Shopmen’s Association brought the suit to enjoin the 
board from holding another election. After inquiring into the 
facts involved, Justice O’Donoghue, without a written opinion, 
sustained the motion to dismiss. 

The National Mediation Board has certified that the 
Brotherhood of Maintenance of Way Employes has been desig- 
nated to represent maintenance employes of the Chicago, 
Burlington & Quincy and Quincy, Omaha & Kansas City, In 
an election held by the board 3,299 votes were cast for the 
brotherhood and 1,636 for the Association of Maintenance of 
Way Foremen, Mechanics and Helpers of the Burlington Rail- 
road. 


PETITIONS FOR REHEARING, ETC. 


No. 27198, Rundle Manufacturing Co. vs. Southern et al. Complain- 
ant asks that proceeding be reopened for further consideration and 
the order dated September 28, 1936, be modified. 

No. 27366, export and import rates between Atlantic and Gulf 
ports. New Orleans Joint Traffic Bureau, the New Orleans Association 
of Commerce and other civic and commercial bodies of the city and 
port of New Orleans ask the Commission to amend its order dated 
April 9, 1936, by including among the Canadian ports the port of 
Quebec, Que. 

No. 10733, National Paving Brick Manufacturers’ Association et al. 
vs. A. & V. et al.; No. 14019, Davis Fire Brick Co. et al. vs. B. & O. 
et al.; No. 14249, Chicago Retort & Fire Brick Co. vs. C. R. I. & P. 
et al.; and No. 20149, Clay Products Traffic Association of the St. Louis 
District vs. A. C. & Y. et al. Defendant railroads operating in cen- 
tral freight association territory ask the Commission to modify its 
order entered therein for the purpose of permitting the establishment 
of rates on fire brick and other articles in the uniform brick list. 
except paving brick and face brick, which will effect a compromise 
adjustment of the issues raised in two complaints now pending before 
the Commission. 

No. 26729, Winston-Salem Chamber of Commerce vs. N. & W.: 
No. 25798, Consumers Coal Corporation et al. vs. A. & Y. et al.; No. 
26164, Commonwealth Coal Co. vs. Same; No. 26495, City of Greens 
boro, N. C., vs. A. & Y. et al., 213 I. C. C. 343. Winston-Salem Cham- 
ber of Commerce in a second petition asks for rehearing and recon- 
sideration of the report of division 2. 

No. 26852, Abbotts Dairies, Inc., vs. M. St. P. & S. S. M. et al. 
Complainant asks for rehearing and/or reconsideration by the entire 
Commission on the issue of past unreasonableness of the assailed 
rate on cream. 

No. 25548, J. Hamburger Co., Inc., et al. vs. A. C. L. et al. Com- 
plainants have filed a motion asking that the Commission modify its 
previous findings as to the basis of weight used in determining the 
amount of reparation due them. 

No. 13535, consolidated southwestern cases, embracing the pro- 
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MONON ROUTE 


Announces 


Inauguration of a new mer- 
chandise train affording 
over-nite service from Chi- 
cago to Louisville and inter- 


mediate points. 


Also improved service on 
merchandise traffic from 
Chicago to southern and 


southeastern destinations. 


This new train rounds out 
a fleet of six trains daily 
between Chicago and Ohio 


River. 


When Desiring Complete 
Transportation Service 


Ship Via 


MONON ROUTE 





E. P. Vernia 
Vice-President 


F. W. Kuhn 


General Freight Agent 
Transportation Bidg., Chicago 
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STATIONERY ¢ OFFICE SUPPLIES 
and OFFICE FURNITURE 


Headquarters for 


TRAFFIC 
FORMS 


for 


DOMESTIC and 
FOREIGN USE 


CONTINUOUSLY REVISED 
FOR ACCURACY 


TRAFFIC MANAGERS! 


FREE SAMPLE FOLDER 
of Horder’s Traffic Forms 
will be sent upon request. 


MOTOR CARRIERS! 


Horder’s Forms are 
Applicable to ALL TYPES 
of Carriers. 


HORDER’S, Inc. 


11 STORES IN THE LOOP e CHICAGO 
MAIN OFFICE: 231 S. JEFFERSON STREET 
ALL TELEPHONES: FRAnklin 6760 
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ceedings, except Nos. 15217 and 15231, listed in the first paragraph in 
the margin of the first page of the original report, 123 I. C. C. 203, 
so far as they pertain to all-rail rates within, from and to Texas- 
Oklahoma differential territory, including No. 22159, Texas Industrial 
Traffic League vs. A. & S. El Paso Freight Bureau and El Paso 
Chamber of Commerce, interveners, ask for reopening, further hearing 
and reconsideration on the question of the level, under sections 1 and 
3 of the act, of the all-rail rates prescribed for application to, from 
and within Texas-Oklahoma differential territory. 


SOLICITORS AND CIGARS 


Editor The Traffic World: 

I have been reading with much interest these last few 
weeks articles by representatives of various concerns through- 
out the country, concerning “Solicitors and Cigars.” 

For a number of years I was connected with railroads of 
the southeast and for the last eight years have been in the 
industrial traffic field and I do not view the situation regarding 
the railroad traffic solicitor as many apparently do. When I 
was in the railroad service I often offered cigars or luncheon 
to shipper friends, and I did not do this because I felt that that 
individual or his concern would be obligated to freight over my 
railroad, but because of a personal desire of friendship with 
him. I have many railroad friends who call on me now, and 
more often than not they offer me cigars, drinks, or ask me to 
have lunch with them, and I have never felt offended, even 
though I haven’t smoked for a tong time; nor have I felt in 
the least obligated to favor their lines because of these courte- 
sies shown me. 

Some of these men rarely get any business from my com- 
pany, but they never fail to ask me to lunch with them when 
they are here, and though it is not always convenient for me 
to accept, I appreciate their courtesy and friendship. I have 
found all of these men to be clean, progressive, thinking men, 
who are out to look after the interest of their employers and 
ready at all times to render any service possible. 

If an industrial traffic manager is up-to-date in every re- 
spect and on his job, he will know what rates affect his products 
and those of his competitors and what routes are available to 
him as well as what service he can get, without having to have 
a railroad solicitor get it for him. About the only information 
I ever desire of these men is occasionally car records in tracing 
shipments, and occasionally I ask them to approach their offi- 
cials in an effort to assist me in some matter I am handling 
with their officials, in having some rate or transit privilege 
established, and in handling the average routine of matter not 
pertaining to rates, and I have found these men at all times 
ready with any information I desire concerning their own lines 
and the connecting routes. 

I agree with Mr. H. Deane Morrow, traffic manager of the 
Hillvard Chemical Comnany, that your open forum could be 
used for the discussion of more sensible and wholesome matters 
pertaining to transportation, for, after all, the question involved 
is a matter that any traffic manager can control to his own 
satisfaction, if he so desires. 

Theo. Stivers Milling Company, 

Rome, Ga., Oct. 8, 1936. J. E. Smith, Traffic Manager. 





Editor The Traffic World: 

_ I was interested in your editorial entitled “Solicitors and 
Cigars” in the weekly Traffic World for October 3, 1936, and 
agree with your views, excepting that I wonder why you limit 
your criticism to the railroad employe who solicits business. 

‘ If you will eliminate this restriction, I think you will 
improve the article, as the criticism you make applies to solici- 
tors or salesmen who call upon railroad men as well as railroad 
solicitors who call upon others. 
L. H. Lamb, Chief of Tariff Bureau, 
Chicago, Burlington & Quincy Railroad Company. 
Chicago, Ill., Oct. 14, 1936. 


WESTERN FARES TO STAY DOWN IN 1937 


Reduced fares from and to the Pacific coast in the summer 
season just ended produced a 30 per cent increase in passenger 
travel on the transcontinental railroads, according to a state- 
ment by Hugh W. Siddall, chairman, Transcontinental and 
Western Passenger Association October 15. So pleased were 
passenger men with this result that they authorized the imme- 
diate announcement that similar low fares will prevail from 
May 15 to October 15, 1937, with return privileges extended to 
October 15, 1937. 

The wisdom of the reductions of the western railroads “has 
been proved by the ascending passenger patronage,” Mr. Siddall 
said. “The western lines will carry this year considerably more 
than twice as many people as they did in 1933. 

“At the start of this month unprecedented extension of 
excursion fares for winter travel to and from the Pacific Coast 
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were put in effect. For instance, for the first time in history 
first class tickets, on a basis of 2 cents per mile with a 30 day 
limit as to return in either direction, could be purchased up to 
May 14 of next year. Attractive inducements in the matter of 
extensions of time on other types of rail * uvel were also 
offered. 

“The decision of the passenger officials for the 1937 summer 
season is in accord with the now established policy to provide 
the public with the most luxurious rail service in the world at 
rates unmatched outside the United States.” 


EXPRESS AGENCY AND MOTOR LAW 


The hearing by Examiner Kephart in BMC 66562, applica- 
tions of the Railway Express Agency, Inc., under the motor 
carrier act, has been completed. It contains only the descrip- 
tion of the manner the railroad agency carries on its work 
intended to support the agency’s conclusion that while it has 
made applications under the motor carrier act, all its activities 
come under the regulatory power the Commission exercises 
under part 1 of the interstate commerce act. (See Traffic 
World, Oct. 10, p. 677.) 

No testimony was offered in behalf of motor interests 
represented by attorneys at the hearing. Harold Shertz, rep- 
resenting motor interests, cross examined witnesses for the 
agency on some phases of the subject, while E. S. Brashears, 
for the American Trucking Associations, Inc., cross examined 
them at length. 


PENNSYLVANIA TRUCK REOPENING 


The Commission, by division 5, in MC-F 6, Scott Bros., Inc., 
acquisition of control of W. G. Corporation, has granted a peti- 
tion filed by the applicant asking for reopening and further 
hearing. 

In this proceeding Examiner John S. Higgins recom- 
mended that the application of Scott Bros., Inc., to acquire 
control of the W. G. Corporation through purchase of its entire 
capital stock be denied on the ground that the price proposed 
to be paid for the stock was excessive. 

Scott Bros., Inc., is directly controlled through stock own- 
ership by American Contract and Trust Co., a wholly owned 
subsidiary of the Pennsylvania Railroad Co. It operates over 
400 units of equipment in the conduct of a general trucking 
business in Massachusetts, Rhode Island, Connecticut, New 
York, New Jersey, Pennsylvania, Delaware, Maryland, Vir- 
ginia, and the District of Columbia. The W. G. Corporation 
operates within a radius of 100 miles from its headquarters at 
Jersey City, N. J. 


GASOLINE TRUCK RATES 
The Commission, by division 5, has assigned MC C-21, 
Bamberger Electric Railroad Co. et al. vs. Lang Transportation 
Corporation, for hearing by joint board No. 78, California and 
Nevada, at the Merchants’ Exchange; San Francisco, November 
18, at 10 o’clock a. m. 


MOTOR JOINT BOARDS 


The Commission, by division 5, has created motor joint 
boards or changed the personnel of such boards heretofore 
created as follows: 

No. 164, for Louisiana, Alex Grouchy, chief, motor trans- 
portation division, Louisiana commission. 

No. 165, for Alabama, Louisiana, and Mississippi. Com- 
missioner H. F. Lee, Alabama; Alex Grouchy, chief, motor 
transportation division, Louisiana; and Commissioner Gillis 
Cato, Mississippi. 

No. 26, Minnesota and South Dakota. D. L. Kelley, rate 
expert, South Dakota commission, appointed vice Commissioner 
F. S. Pickart, South Dakota. 


MOTOR SAFETY REGULATION 


The Commission, by division 5, has decided to hold hear- 
ings on the Pacific coast in Ex Parte No. MC4, in the matter 
of qualifications of employes and safety of operation and equip- 
ment of common carriers and contract carriers by motor ve- 
hicle, motor operators requested that hearings be held there. 
Commissioner Lee will hold a hearing at the Portland Hotel, 
Portland, Ore., October 30, and at the rooms of the California 
Railroad Commisson, State Building, Los Angeles, Calif., No- 
vember 2 (see Traffic World, Sept. 26, p. 574). 


CHANGE IN DOCKET 


Argument in No. 27254, assigned for October 17, at Washington, 
D. C., was canceled and reassigned for argument November 21, at 
Washington, D. C. 
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GALVESTON 


affords its shippers QUICK DISPATCH and 
EFFICIENT HANDLING—through MODERN 
FACILITIES—at costs no higher. 


CALVESTON WHARF COMPARY 


Established 1854 


Geo. Sealy, President F. W. Parker, V. P. & G. M. 


Kansas City Office—434 Board of Trade Bldg. 








Greater New York 


connections served by 
LACK AWANNA 


BUSH DOCKS 
NEW YORK DOCK CO. 


BROOKLYN EASTERN DISTRICT 
TERMINAL 


HOBOKEN SHORE R. R. 


INLAND STATION 
PORT AUTHORITY 


SOUTH BROOKLYN R. R. 
JAY ST. TERMINAL 
LONG ISLAND RAILROAD 
BROOKLYN NAVY YARD 


More work 
for the 
tariff 
section 







@ Let's make it easier. If you want to drive fast—smoothly 
without trouble, and economically—you must have a well 
balanced, properly equipped machine. 


@ With new tariffs requiring more and more filing space, and 
growing business requiring more and more handling of tariffs, 
you must make it easy for your filing department to operate 
smoothly and quickly. 


@ You can do it with Automatic Tariff Files. You can fill them 
to capacity and the tariffs won't jam or bind—coming out or 
going in. You can see the location of each tariff at a glance. 
And you get 20% more filing capacity per cubic foot of floor 
space. You can make it possible for your filing section to 
handle much more work easily. 


@ These are some of the things the exclusive features of Auto- 
matic Tariff Files do for you. Just drop us a line for the 
booklet that tells in detail how these files do the trick. 


Traffic Department 


AUTOMATIC FILE & INDEX COMPARY 


Chicago, Ill. 


Lackawanna 7 
Railroad 629 W. Washington Blvd. 
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Personal Notes 


Jerry L. Jones has been appointed traveling freight agent 
for the Merchants and Miners Transportation Company at 
Orlando, Fla. 

Walter H. Browne has been appointed foreign freight agent 
for the Delaware, Lackawanna and Western at New York City. 
He has been succeeded as Canadian agent, at Toronto, by J. S. 
Branning. 

Grace D. Connette has been appointed freight solicitor for 
the Keeshin Motor Express Company at Chicago. She is be- 
lieved to be the first woman freight solicitor in the motor truck- 
ing industry. Her duties will include calling on women traffic 
managers of industrial organizations. 

Albert F. Zipf, vice-president and general manager, Wil- 
liams Steamship Corporation, and San Francisco district man- 
ager of the American-Hawaiian Steamship Company, died at 
San Francisco October 9. 

The American-Hawaiian Steamship Company has an- 
nounced the following appointments: W. E. Dooling, assistant 
traffic manager, San Francisco; G. V. Cooley, district manager, 
San Francisco Bay District; N. E. Moore, assistant district 
manager, San Francisco Bay District. 

L. C. Bostwick, formerly general agent for the Wabash 
Railway at New York City, has been appointed eastern traffic 
manager for that railroad at New York City. 

P. J. Flynn, who retired as vice-president in charge of 
traffic for the Delaware, Lackawanna and Western in 1929, after 
fifty years of railroad service, died at his home in Orange, 
N. J., October 12. 

Alfred S. Zucker, formerly New York manager for the 
National Delivery Association, has been appointed national sales 
director for that organization at New York City. 

D. W. Brantley, car accountant, Central of Georgia, Savan- 
nah, Ga., has been appointed secretary-treasurer of the South- 
ern Association of Car Service Officers. R. G. Parks, who for- 
merly held that position, resigned upon his transfer from the 
transportation to the traffic department of the Atlanta, Bir- 
mingham and Coast. 

W. E. Whitemore, commercial agent for the Seaboard 
Air Line at Pittsburgh, Pa., has retired after 31 years with 
that railroad. He has been succeeded at Pittsburgh by G. T. F. 
Schreiber. H. E. Schuneman has been appointed to Mr. Schrei- 
ber’s old position as traveling freight agent at Pittsburgh. 

Alden Brackett Swift, vice-president and director, Swift 
and Company, Chicago, died at his home in Lake Forest, IIL, 
October 13. Mr. Swift was in charge of the transportation de- 
partment of Swift and Company and for many years had been 
active in transportation and traffic matters. 

Frederic R. Bigelow, president, St. Paul Fire and Marine 
Insurance Company, St. Paul, Minn., has accepted an appoint- 
ment to the board of directors of the Transportation Association 
of America. 

The Western Maryland has announced the following ap- 
pointments: W. D. Hospelhorn, commercial freight agent, New 
York City; W. G. Young, commercial coal agent, New York 
City; J. J. Haggerty, freight representative, New York City; 
O. D. Dreyer, city freight agent, Philadelphia; E. W. Bardgett, 
commercial freight agent, Chicago; J. J. Jaspers, traveling 
freight agent, Detroit. 

Michael B. Kyvik, for six years assistant traffic commis- 
sioner, Fort Wayne, Ind., Traffic Bureau, has been appointed 
traffic commissioner for that organization to succeed H. E. 
Fairweather who has been appointed district supervisor for 
the Commission’s motor carrier bureau. 

Lester N. Stockard, who recently resigned as vice-president 
of Moore & McCormack, New York steamship operators, has 
formed a partnership with Captain Thor Eckert, under the 
name of Thor-Eckert and Co., Inc., to engage in the general 
steamship agency, chartering and operating business. 

Charles E. Bell, until recently executive and traffic as- 
sistant to the Federal Coordinator of Transportation, has re- 
opened his Washington office as traffic and transportation 
analyst which he closed to become railway adviser to the Re- 
public of Turkey in 1933 and 1934. 


NIAGARA INDUSTRIAL TRAFFIC LEAGUE 


Fifty-four industrial traffic men attended the dinner meet- 
ing of the Niagara Frontier Industrial Traffic League October 
12 at the Buffalo Consistory, Buffalo, N. Y. Important revisions 
of the league’s constitution and by-laws were adopted. The 
League, it was decided, will remain exclusively an organization 
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of industrial traffic men. Representatives of carriers of any 
description will not be eligible to membership. 

Among the important subjects discussed were: Ex Parte 
115, carriers’ recent proposal to continue emergency charges 
after December 31, 1936; grain transit privileges; pick-up and 
delivery services of the railroads; report of the motor transpor- 
tation committee on the bureau of motor carrier administrative 
rulings; discussion of experiences with trucking companies in 
the matter of loss and damage claims. 

Willard E. Dixson, president of the League, presided. 

Ernst A. Momberger, transportafion department, Buffalo 
Chamber of Commerce, reviewed the history of the pick-up and 
delivery service. Mention was made of the final hearings before 
the Commission. A decision should be handed down by the 
Commission. Attention was also called to the c. o. d. arrange- 
ments where delivery service was available and also of the 
free delivery at certain border points where delivery was made 
by eastern or southern carriers. . 

In discussing the subject of the railroad’s recent proposal 
to increase freight rates, F. M. Renshaw, traffic commissioner, 
Buffalo Chamber of Commerce, reviewed the conference which 
took place in Washington last week between representatives 
of the railroads and shippers. According to the statements of 
the carriers’ representatives the proposed increases will have 
the purpose of providing additional revenue for the railroads 
subsequent to the expiration of the so-called emergency charges. 
said Mr. Renshaw. The proposal now submitted will in all 
probability produce only 50 per cent of the revenue now re- 
ceived by application of the emergency charges, but studies 
were being made with respect to the rates which might be 


increased if they indicate increased revenue to the carriers, 
he said. 


Doings of the Traffic Clubs 


Dennis J. Mullane, president-elect of the Metropolitan 
Traffic Association of New York, is the eighth president of the 
organization since its inception eleven 

years ago. He has been active in its 

affairs, having served as secretary for 

two terms and as first vice-president 

and member of the board of governors. 

During the year just past he has been 

cha‘rman of the traffic committee, He 

was born in Jersey City thirty-eight 

years ago and was educated in the 

New Jersey public schools and Drake’s 

Business College. He followed in his 

father’s footsteps in entering the rail- 

road industry over twenty years ago 

as a stenographer for the Lehigh Val- 

ley Railroad in the division engineer’s 

office at Jersey City. He later held 

various posts in the operating depart- 

ment, including those of locomotive 

detention clerk, secretary to superintendent, chief record clerk 
and investigator and assistant to trainmaster. During the 
war he left the Lehigh Valley to accept a position in the traffic 
department of the Texas Company and became secretarial 
assistant to the traffic manager. When federal control over 
the railroads ended he returned to the Lehigh Valley at its 
executive offices in New York. After serving as statistician 
and transfer agent he was appointed to his present post, as- 
sistant chief clerk to the president. He is married, has three 


sons and resides with his family at New Brighton, Staten 
Island. 


The Transportation Club of Louisville will hold a Hallow- 
e’en dance at the Brown Hotel October 31. The club’s rail- 


road night dinner, planned for October 20 has been postponed 
to November 12. 


The Traffic Club of the Lehigh Valley will hold a dinner 
meeting at the Hotel Easton, Easton, Pa., October 19. There 
will be a showing of motion pictures of the manufacture of 
cement furnished by the Keystone Portland Cement Company, — 
Bath, Pa. The club’s board of governors will meet before 
the dinner. The club has added five new members, making its 
total membership 208. 


The Traffic Club of Wichita, Kan., will hold a stag dinner 
at the Lassen Hotel October 22. Sidney Foulston,; Wichita, 
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will speak. There will be a program of entertainment. Don 
Hays, Missouri Pacific, will be master of ceremonies. The next 
meeting of the club will be held November 19. W. D. Miller 


will be in charge and the occasion will be known as Kansas 
City night. 





E. H. Reynolds, director of publicity and avertising, Mis- 
souri Pacific, St. Louis, president of the Advertising Federa- 
tion of America, was the speaker at a luncheon meeting of 
the Washington, D. C., Transportation Club at the Hotel 
Raleigh October 15. 





The Omaha Traffic Club observed army night with a din- 
ner meeting at the Paxton Hotel October 15. Major General 
Stanley H. Ford, commandant, seventh corps area, United 
States Army, was the guest of honor. The speakers were 
Colonel John S. Chambers, quartermaster, seventh corps area, 
and Colonel Stanley L. James, signal corps, seventh corps area. 
Captain R. W. Edwards, chaplain, Omaha Post No. 1, American 
Legion, pronounced the invocation. There was patriotic music. 





A skit, entitled, “Then and Now,” the roles in which were 
taken by club members, was presented at a luncheon meeting 
of the Traffic and Foreign Trade Club of Galveston at the Jean 
Lafitte Hotel October 12. Harry Hawley, Jr., and G. Z. Koenig, 
were in charge of the affair. There was also musical entertain- 
ment. A. W. Dunham and D. R. Swain will have charge of the 
program at the club’s next luncheon meeting which will be 
held at the Jean Lafitte Hotel October 26. 





At the annual meeting of the Bronx Traffic Club at Geede’s 
Restaurant October 9, the following officers were elected: 
President, Max Seiferth, traffic manager, Herz Manufacturing 
Company; vice-president, J. Edelberg, president, Utility Freight- 
ways, Inc.; secretary, H. W. McClelland, manager, Kingsbridge 
Auto Storage and Warehouse Company treasurer, Joseph Shev- 
lowe, traffic manager, National Urn Bag Company. 





H. Van R. Chase, general manager, New Orleans Associa- 
tion of Commerce, spoke on “Some Facts About New Orleans” 
at a luncheon meeting of the Traffic Club of New Orleans at 
the Hotel Monteleone October 12. The club held a golf tourna- 
ment at the Audubon Golf Club October 5. 





The Cincinnati Traffic Club will hold a stag party at the 
Hotel Gibson October 24. There will be a buffet supper and 
entertainment. The club will hold a supper dance December 12. 


The Traffic Club of Dallas observed fire prevention week 
at a luncheon meeting at the Adolphus Hotel October 12 at 
which Captain W. G. Byrns of the Dallas Fire Prevention Coun- 
cil spoke on “Your Fire Department and the Fireman’s Job.” 
The Dallas firemen’s orchestra entertained. L. O. Langley was 
chairman of the committee in charge. 





At a meeting of the discussional forum of the Traffic Club 
of the Rochester, N. Y., Chamber of Commerce, the subjects dis- 
cussed were transportation insurance and the proposed rate 
changes to replace the railroad emergency charges after Jan- 
uary 1, 1937. 





Dr. Walter E. Dandy, adjunct professor of neurological 
surgery, Johns Hopkins School of Medicine, Baltimore, Md, 
was the guest speaker at a luncheon meeting of the Transpor- 
tation Club of St. Paul at the Hotel Lowry October 13. 





The Traffic Club of Philadelphia observed sports night at a 
dinner meeting at the Warwick Hotel October 12. The speaker 
was Lon Jourdet, basketball and football authority. There was 
a program of boxing bouts. 





The Traffic Club of Cleveland held a meeting and clam 
bake at Miller’s Broadview Clubhouse October 10. There was 
a program of sports and games in the afternoon. 





The Women’s Traffic Club of Metropolitan St. Louis will 
hold a dinner meeting at the Hotel DeSoto October 22. The 
club’s delegates to the meeting of the Associated Traffic Clubs 
of America at Dayton will report. 





The Women’s Traffic Club of Pittsburgh and the Green 
Bay, Wis., Traffic Club have ratified the resolution opposing 
government ownership of railroads adopted at the Birmingham 
convention of the Associated Traffic Clubs of America. 





The Traffic Club of Minneapolis observed Minneapolis and 
St. Louis day at a luncheon meeting at the Hotel Nicollet 
October 15. L. C. Sprague, co-receiver, Minneapolis and St. 
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Louis, was the speaker. W. T. Adams, general passenger 
agent for the same railroad, presided. There was a program 
of musical entertainment. The club will hold a dinner dance 
at the Hotel Nicollet October 19. 


The Women’s Traffic Club of Detroit will hold a dinner 
meeting at the Turnverein Club October 21. Charles Larrabee, 
district traffic manager, Pan-American Airways, Chicago, will 
speak on Airway Transportation. 








The Birmingham Traffic and Transportation Club will hold 
its annual gridiron dinner at the Thomas Jefferson Hotel Octo- 
ber 19. R. W. Morris is the chairman of the committee in 
charge. He will be assisted by T. M. McCreery and R. E. Lewis. 





The Motor City Traffic Club of Detroit will hold its annual 
sports night at the Fort Shelby Hotel October 19. Celebrities 
of the sports world will be in attendance and there will be a 
program of sports entertainment. 





B. C. Allin, manager, Port of Stockton, spoke on “Inland 
Ports” at the meeting of the Pacific Traffic Association of San 
Francisco at the Palace Hotel October 13. 





The Traffic and Transportation Association of Pittsburgh 
will hold a “Dutch” night at the Fort Pitt Hotel November 6. 





Members of the Traffic Club of Chicago were guests of 
the Illinois Chamber of Commerce at a luncheon at the Palmer 
House October 15 at which Merle Thorpe, editor, Nation's 
Business, spoke on “America Off the Track.” The speaker 
drew an analogy between the state of American business today 
and a railroad train shunted to a sidetrack. He said initiative 
was a special talent exactly like that displayed by great poets 
or artists and that, to the extent that business men possessed it, 
they were allied to genius. The builders and operators of the 
railroads possessed this talent to a high degree, he added. He 
scored the effort of government to take the profit motive out 
of business. Business was an exchange of goods, services and 
commodities, he added, and every such exchange was motivated 
by profit. Remove profit, he said, and you bring business to a 
standstill. “No wealth producing industry since the beginning of 
time has been formed by political activity,” he said. 





Motion pictures of the construction and testing of automo- 
biles, furnished by the Chevrolet Motor Company were shown 
at a forum meeting of the Traffic Club of Baltimore at the Lord 
Baltimore Hotel October 12. The program included the presen- 
tation of a skit based on Cushing’s Manual of Parliamentary 
Rules, the object of which was to familiarize the audience with 
correct parliamentary procedure. The skit was produced in 
collaboration by the club’s program committee and its public 
affairs committee. 





The annual dinner of the Evansville, Ind., Transportation 
Club will be held at the McCurdy Hotel, October 21. Charles N. 
Burch, general solicitor, Illinois Central, southern lines, Mem- 
phis, Tenn., will be the speaker. E. H. Henken, traveling freight 
agent, Missouri-Kansas-Texas, Cincinnati, O., will be toast- 
master. There will be a floor show. 





C. A. Sherrington, secretary of the Railway Research Serv- 
ice of London, addressed members of the Women’s Traffic 
Club of Greater New York and their guests October 9 at the 
Hotel Commodore. Mr. Sherrington summarized the status 
of the British railways at present and said he thought they 
had gone further toward stabilization than most countries. He 
also described the workings of the road and rail traffic act of 
1933 in Great Britain, which he said had brought about a 
great degree of stabilization in the trucking industry in Great 
Britain. Guests of honor at the meeting included T. T. Hark- 
rader, traffic director of the American Tobacco Company, Wal- 
ter Bockstahler, merchandise traffic manager, Baltimore and 
Ohio Railroad; F. A. Phillips, president of the Traffic Club of 
Jersey City; D. J. Mullane, president of the Metropolitan Traf- 
fic Association of New York, and T. R. Dester, general traffic 
manager in New York for Associated British Railways. 


BOSTON AND MAINE BUYS NEW LOCOMOTIVES 

The Boston and Maine has placed orders for 10 new loco- 
motives, according to an announcement by that railroad. Five 
of the new engines will be of the mountain type, capable of 
use in either freight or passenger service. The other five will 
be of the Pacific type, designed for speeds up to 90 miles an 
hour. They will be used on fast Boston and Maine passenger 
trains. The Pacific engines will be delivered in December and 
the mountain type engines early in 1937. Total expenditures 
for the 10 power units will be upwards of $1,000,000 it was 
announced. 











\2 





I, No. 16 


passenger 
program 
ier dance 


a dinner 
Larrabee, 
-ago, will 


will hold 
otel Octo- 
mittee in 
E. Lewis. 


its annual 
‘elebrities 
will be a 


n “Inland 
on of San 


>ittsburgh 
nber 6. 


guests of 
1e Palmer 
Nation's 
> speaker 
less today 
initiative 
reat poets 
ssessed it, 
ors of the 
ded. He 
10tive out 
‘vices and 
motivated 
iness to a 
ginning of 


f automo- 
2re shown 
t the Lord 
he presen- 
iamentary 
lence with 
oduced in 
its public 


sportation 
Charles N. 
nes, Mem- 
ng freight 
be _ toast- 


arch Serv- 
’s Traffic 
r 9 at the 
the status 
ught they 
ntries. He 
ffic act of 
t about a 
y in Great 
. T. Hark- 
any, Wal- 
imore and 
ic Club of 
litan Traf- 
-ral traffic 
ys. 


TIVES 

new loco- 
road. Five 
capable of 
r five will 
) miles an 
passenger 
ember and 
penditures 
00 it was 








October 17, 1936 
























Mor ¢ 
mA 

SAtr la ~ Zimes p CAGo 

Ty “Ke Ovfy DENVER 
mm x a 

s, 
Fray ver oS pUEBL 
Cisco Ve ST. Louis Baz oe 


PAGE 769 





DEPENDABLE SERVICE 


Wabash freight trains are hauled by powerful 
locomotives, especially designed for high-speed 
operation and dependability. This modern 
motive power insures on-time arrivals between 
Wabash terminals and also provides an impor- 
tant link to and from the great industrial centers 
and agricultural regions beyond. 


Following cities of the Middle West are located on Wabash rails. 


Chicago Kansas City Buffalo Des Moines 

St. Louis Omaha Decatur South Bend 

Detroit Toledo Quincy Fort Wayne 
* 


Wabash traffic offices are located in forty-five cities of the United 
States and Canada. A phone call or letter will receive immediate 
attention by a Wabash representative who will give expert advice 
on the prompt handling of shipments. 





O business travelers and tourists, 
SCENIC LIMITED completes a direct, 
panoramic trip through the Colorado 


Rockies and the Sierra to California. All 
cars are air-conditioned the year round. 


To shippers, the Western Pacific offers 
fast, dependable freight service between 
Eastern manufacturing and produce cen- 
ters, wherever located, and California 
and the Pacific Northwest. 


WESTERN PACIFIC 
The Feather River Rote 
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TEAMWORK. 


Two strong teams of eager young- 
sters are deadlocked near the 
midfield stripe. A quarterback 
barks signals. The ball is snapped. 
Behind perfect interference a fast 
back skirts the end, clears the 
defense, and crosses the goal line 
for a touchdown. Frenzied thou- 
sands leap to their feet and cheer 
another superb exhibition of 
teamwork and coordinated ef- 
fort ® Today thousands of busi- 
ness men and women, shippers 
and receivers of merchandise | 
freight, cheer the railways of 
America as they come out of the 
depression and head for the goal 
line of business recovery @ The 
Norfolk and Western Railway, 
aided by the loyal teamwork of 
its employees and hearty coopera- 
tion from shippers and receivers, 
has developed Precision Trans- 
portation, the fast, dependable, 
economical, unexcelled mer- 
chandise freight service that 
connects the Midwest with the 
Virginias and Carolinas and the 
North and the South. And it is 
the teamwork of Precision Trans- 
portation that America needs for 
its drive toward business recovery. 


NORFOLK AND WESTERN 
RAILWAY 


PRECISION TRANSPORTATION 
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N. Y. SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


The Shippers’ Conference of Greater New York, at its 
monthly meeting October 14, approved the action of its com- 
mittee on rate construction and tariffs in joining with several 
other New York organizations in requesting the Commission 
to grant a prompt hearing on I. & S. Docket 4252, Export 
Rates on Unboxed Automobiles. 

W. H. Connell, chairman of the committee, in reporting 
on the subject, said that although increased rates on unboxed 
automobiles from central territory to New Orleans and other 
southern ports were found reasonable in a prior proceeding 
known as I. & S. 4122, Gulf port interests were seeking, by 
every means, the delay of these rates. Their latest effort, he 
said, was to request the consolidation of the issues involved 
in I. & S. Docket 4252 with the issues contained in I. C. C. 
Docket 27366, which brings into issue the general relationship 
of Canadian port rates to United States port rates. 

On October 9, he added, a letter signed by the Port of 
New York Authority, Merchants’ Association of New York, 
Brooklyn Chamber of Commerce, the Mayor’s Committee on 
Port and Terminals and the Shippers’ Conference, all parties to 
I. & S. 4122, was addressed to the Commission. The letter 
said in part: 

“The remaining issue in the automobile case has nothing 
in common with the proposed general investigation in Docket 
27366 relative to the general relationship of Canadian port 
rates to U. S. port rates. The request to consolidate the cases 
is merely another attempt to delay the final adjudication of 
the automobile rate issue, which has now been before the 
Commission in one form or another for several years.” 

The letter asked a prompt hearing in the case and con- 
tinued severance from the general investigation. 

Acting on the suggestion of William H. Chandler, traffic 
manager of the Merchants’ Association, the conference decided 
that unless the Commission postponed the filing of the actual 
contracts of motor carriers under the Motor Carrier Act pro- 
viding for making public the minimum charges and other 
terms, it would ask Congress to amend the act to eliminate 
the publicity provision. Mr. Chandler said that if the con- 
tracts were filed December 1 as at present provided for the 
resulting publicity would be unfair to the motor carriers and 
disclose trade secrets. He added that such publicity had not 
been advocated by former Federal Coordinator of Transpor- 
tation Eastman and that the filing of minimum rates was all 
that had been intended in drafting the act. 

Mr. Connell reported that he had appeared at a hearing 
before the Commission in New York October 5 as instructed 
by the conference and had advocated a credit period of not less 
than 15 days for the settlement of rates and charges by motor 
common and contract carriers and that several members of the 
conference had appeared in their individual capacities to state 
in detail the need for such a credit period. He added that 
a brief on the subject would be filed by Mr. Chandler in behalf 
of the conference. 

The conference voted to oppose any change in Eastern 
class rates and to make an appearance when the Commission 
opened its investigation. 

Mr. Chandler was authorized by the conference to oppose 
any ruling by the Commission which would establish a metro- 
politan area in which the Motor Carrier Act would not be 
operative if this area were smaller than that established some 
years ago by the Merchants’ Association and to urge that the 
Merchants’ Asscoiation area be adopted as the metropolitan 
area within the meaning of the act. 


H. L. Fairfield said that a decision on the metropolitan 
area might be expected by December 1 but that a decision on 
the question of the credit period for motor carriers would 
probably not be reached before January. 

R. A. Cooke, vice-chairman of the conference, presided at 
the meeting. 


IMPROVEMENT OF HIGHWAYS 


Road work administered by the U. S. Bureau of Public 
Roads in the fiscal year ended June 30, considerably exceeded 
that of any previous year in point of projects approved, con- 
tracts awarded, and work placed under construction, according 
to the bureau. Contracts were awarded for 22,300 miles at a 
cost of $489,000,000 of which $393,000,000 was to be supplied 
by the federal government. Work placed under construction 
totaled 21,800 miles at a total cost of $454,000,000 of which the 
cost to the federal government was $369,000,000. The 17,300 
miles of road completed were built at a total cost of $280,000,- 
000, including $241,000,000 in federal funds. 

In the fiscal year, 300 railroad grade crossings were elimi- 
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nated, 10 elimination structures were reconstructed and pro- 
—— devices were installed at 185 crossings, said the bureau, 
a g: 


The combined highway and grade crossing work furnished direct 
employment of 1,673,935 man-months to an average of 139,500 men. 
The indirect employment in production and transportation of materials 
brought the average full-time employment to 362,000 men. Assuming 
that each worker supports two other persons, highway work adminis- 
tered by the bureau supported more than one million people. 

The year’s work included improvement of the federal-aid system, 
extension of the system into and through cities, and construction of 
secondary and feeder roads. This work was supported by remaining 
portions of the Public Works authorizations of 1933 and 1934, by an 
authorization of $125,000,000 as regular federal-aid to the states and by 
allocations of $200,000,000 for highways and $200,000,000 for grade 


= work made under the emergency relief appropriation act of 
1935. 


_ Highways are now being designed for the safe accommoda- 
tion of vehicles moving at speeds of 60 miles per hour, accord- 
ing to bureau officials. 


TEXAS BUS MERGER 


Information has been received by the motor transportation 
division of the Texas commission of the purchase by the 
Bowen Motor Coaches of Fort Worth of the Union Bus Lines 
which operates a system of buses in the Lower Rio Grande 
Valley and to Houston, San Antonio and various other cities 
of South Texas. The reported consideration was $225,000. The 
purchasing company, of which R. C. Bowen is owner, will apply 
to the commission for a permit to operate six buses daily be- 
tween valley points and Houston and San Antonio, and inter- 
mediate points, it was stated. The new South Texas system 
will intersect the network of bus lines of the Bowen Motor 
Coaches in north and west Texas, Mr. Bowen said. 


NEW COMPLAINTS FILED 


BMC-C 20, Mississippi Valley Motor Freight Bureau, St. Louis, Mo. 
vs. Interstate Dispatch, Inc. : 
Rates and charges for the transportation of property, both L. 
T. L. and T. L. between St. Louis, Mo., and Chicago, Ill, in 
violation of section 217 of the motor carrier act. Asks for a cease 
and desist order and cancellation of rates alleged to conflict for 
transportation between St. Louis and Chicago. (B. W. LaTourette, 
atty., 314 N. Broadway, St. Louis, Mo.) 
No. 27403, Sub. No. 1, Great Lakes Coal & Coke Co., Chicago, Ill. vs. 
Alton et al. 

Unreasonable rates and charges, petroleum coke and/or pe- 
troleum coke breeze, Lockport, Ill., to Massena, N. Y. Asks rate 
of $4.20 instead of $6.40 a net ton, and reparation. (Milton P. Bau- 
man, t. m., 15 Exchange Place, Jersey City, N. J.) 

No. 27512, Sub. No. 2, Columbia Manufacturing Co., Ramseur, N. C., 
vs. Atlantic & Yadkin et al. 

Rates, bituminous coal, points in the Virginias and Kentucky 
to Ramseur, N. C., in violation of section 1. Asks reparation. 
(Carl R. Cunningham, t. m., and practitioner, 22 Marietta St. 
Bldg., Atlanta, Ga.) 

No. 27548, Aeolian American Corporation, East Rochester, N. Y., vs. 
C. of N. J. et al. 

Rates and charges, violation sections 1, 4 and 6, piano parts, 
hardware, castings, tools, paper, machines, spools, music records, 
etc., from Garwood, N. J., to East Rochester, N. Y. Asks rep- 
ery (Abner Pollack, practitioner, 1148 Manor Ave., New York, 

 « 

No. 27549, Fifth & Ninth Districts Coal Traffic Bureau, St. Louis, Mo., 
vs. Alton et al. 

Rates, bituminous coal, from mines in the Belleville and Du- 
Quoin rate group in Ill. to Fort Atkinson and Lake Mills, Wis., 
in violation of section 1. Asks new rates. (C. P. Hoy, traf. commr., 
400 Fullerton Bidg., St. Louis, Mo.) 

No. 27550, Fifth & Ninth Districts Coal Traffic Bureau, St. Louis, 
Mo., vs. Alton et al. . 

Rates, bituminous coal, from mines in the Belleville-DuQuoin, III, 
rate group to Janesville, Wis., in violation of sections 1 and 3, the 
undue preference alleged being for competitors in the southern 
Illinois rate group. Asks new rates. (C. P. Hoy, traf. commr., 400 
Fullerton Bidg., St. Louis, Mo.) 

No. 27551, Merom Gravel Co., Indianapolis, Ind., vs. Illinois Central. 

Rate, gravel, Riverton, Ind., to Bethel, Ill., in violation of sec- 
tion 1. Asks reparation. (John E. Hollett, atty., 200 Indiana 
Trust Bldg., Indianapolis, Ind.) 

No. 27552. Laclede Steel Co., St. Louis, Mo., vs. L. & N. 

Charges in violation section 6, steel reinforcing bars, Madison, 
Ill., to Island, Ky., to extent such charges exceed charges com- 
puted at rate of 27 cents. Asks reparation. (R. K. Keas, t. m., 
St. Louis, Mo.) 

No. 27457, Sub. No. 1, Virginia Coal Operators’ Association et al., Nor- 
ton, Va., vs. L. & N. et al. 

Rates, bituminous coal, in their relation as between the Harlan 
group and the southwestern Virginia group, all points in the Caro- 
linas and to points along the eastern boundary of Georgia, and in 
the northern part of Florida on and north of the line of the Sea- 
board Air Line from Jacksonville, Fla., to River Junction, Fla., 
unduly prejudicial to complainant and to the southwestern Virginia 
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MODERNIZE YOUR TYPEWRITERS WITH THE 


ECON-O-TYPE 


CONVERTS ANY STANDARD TYPEWRITER TO 
A CONTINUOUS-FORM WRITING MACHINE 
DOUBLING PRODUCTION ON WAY BILLS, ETC. 


SAVES TIME 


Six Wasteful Carbon Paper Operations of Col- 
lating, Jogging, Inserting, Realigning, Removing 
and Uncollating, are ELIMINATED. 


SAVES MONEY 


20% of Sheet Carbon is V/asted 
Due to Wrinkling in Handling 
Due to Tearing in Use 


Due to Wearing Through Before the Entire Sheet is 
used up 


Due to Waste in Keeping and Handling 
The Econ-o-type Eliminates Sheet Carbon 


DOUBLES PRODUCTION 


Through the use of Continuous-Form Stationery 
and the Econ-o-type, one typewriter will turn out 
twice as much work in a given number of hours. 
Can also be used to advantage with any loose, 
cut or padded forms written in multiple copies. 


USED BY TRAFFIC COMPANIES 
Among the many satisfied users of the Econ-o-type are E. |. Du Pont de Nemours & Co., E LI M | N A T E S S H E ET ha A R B ©) N 


4 ee ms Federal Land Bank of St. Paul, Hutchinson Advertising Agency iPillsbary 
our ‘ 





For Further Information Write to 


THE AUTOGRAPHIC REGISTER CO. 
HOBOKEN, N. J. 





M. Transportation Co., Inc., Lackawanna Terminal Warehouses, Motor Express 
pgency, ~~ 4 s Express, Inc., Passaic Terminal and Transportation Co., Weston Trucking and E N T I R E LY 
warding Co 












THE NASHVILLE CHATTANOOGA & S! LOUIS RAILWAY 
IS PROUD OF ITS RECORD 


For eighty-five years it has served its 
shippers and receivers without default in 
any just obligation—operating through- 
out that time under its original charter 
granted by the legislature of the state of 
Tennessee in 1845. 


If it’s routed— 
“N.C. & SIL.” 
—you can always get a record 
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S TARRETT L EHIGH |“ Zr, Sub. No. 4, American Agricultural Chemleal Co., New Yor 
BUILDING 





Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 
Write or telephone for descriptive booklet. 
Starrett Lehigh Building 


D. BR. CROTSLEY, Manager, 60] West 26th Street 
Telephone: CHickering 4-5520 


Ne 
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group and unduly preferential of their competitors in the Harlan 
group. Ask removal of undue prejudice and the restoration of 
the rate relation which existed prior to the establishment of present 
differentials. (C. R. Marshall, atty., Union Trust Bldg., Wash. 


Rates, fertilizer, Detroit, Mich., to points in Iowa, Michigan, 
Minnesota and Wisconsin, in violation of section 1. Asks new 
rates and reparation. (A. J. Whitman, t. m., and practitioner, 5 
Church St., New York, N. Y.) 

BMC-C 21, Bamberger Electric Railroad Co. et al. vs. Lang Trans- 
portation Co. 

Rates, gasoline, by tank trucks, points in Calif. to Wendover, 
Nev., storage and handling at Wendover and transportation ip 
Nevada, in violation of the motor carrier act by reason of the 
rates being unreasonably low or services and transportation fyr. 
nished without tariffs therefor. Ask a cease and desist order and 
new rates. (Ernest S. Ballard and William F. Price, attys., Stana- 
ard Oil Co., 120 S. La Salle St., Chicago, Ill., and J. M. Souby 
and Dana T. Smith, attys., Union Pacific R. R. Co., 1416 Dodge 
St., Omaha, Neb., and others.) 

No. 27553, Green Co., Inc., Bellows Falls, Vt., vs. B. & M. et al. 

Rates, wooden boxes, not nested, Bellows Falls, Vt., to Em- 
porium, Pa., between Sept. 25, 1933, and Feb. 15, 1935, in viola- 
tion of sections 1, 4 and 6. Asks reparation. (J. H. Sturtevant, 
atty., 101 Milk St., Boston, Mass.) 

No. 27554, Plainville Casting Co., Plainville, Conn., vs. B. & A. et al. 

Rates, sand, Schuyler Jct., Cedar Bluff, Cramers Bridge and 
West Albany, N. Y., and Clayville and Dorchester, N. J., to Plain- 
ville, Conn., and Westfield, Mass., in violation of section 1. Ship- 
ments moved between November 23, 1932, and June 30, 1935. 
Asks reparation. (Leo Tessler, practitioner, 1148 Manor Ave., New 
York, N. Y.) 

No. 27555, Consolidated Coal Co., St. Louis, Mo., vs. Alton et al. 

Rates, bituminous coal, Mount Olive and Staunton, IIl., to 
Janesville, Wis., and intermediate points, in violation of sections 
1, 2 and 3, the undue preference alleged being for shippers from 
the southern Illinois group. Asks new rates. (W. E. Rosenbaum, 
t. m., 952 Cotton Belt Bldg., St. Louis, Mo.) 

No. 27556, Consolidated Coal Co., St. Louis, Mo., vs. Alton et al. 

Rates, bituminous coal, Mt. Olive, Staunton and New Monarch 
mine, Ill., to Ft. Atkinson, Lake Mills, Wis., in violation of 
section 1. Asks new rates. (W. E. Rosenbaum, t. m., 952 Cotton 
Belt Bldg., St. Louis, Mo.) 

No. 27557, Westinghouse Electric Supply Co., New York, N. Y., vs. 
Alton & Southern et al. 

Rates, electric supplies, electric refrigerators and cooling ma- 
chines, C. L., Mansfield, O., to points in Texas and Oklahoma, in 
violation of section 1. Asks reparation. (G. H. McHenry, practi- 
tioner, 514 Slaughter Bldg., Dallas, Tex.) 

No. 27559, Morehead Cotton Mills Co., Spray, N. C., vs. C. & O. et al. 

Rates, coal, points in the Pocahonts, Tug River and Clinch 
Valley districts on the N. & W. and the New River districts of 
the Virginian and the Chesapeake & Ohio to Spray in violation of 
section 1. Asks new rates and reparation. (S. H. Marshall, treas., 
Spray, N. C.) 

No. 27559, Sub. No. 1, Chatham Manufacturing Co., Winston-Salem, 
N. C., vs. C. & O. et al. 

Rates, coal, points in the Pocahontas, Tug River and Clinch 
Valley districts of the N. & W. and the New River districts of 
the Virginian and the Chesapeake & Ohio to Elkin, N. C., in viola- 
tion of section 1. Asks reparation. (A. L. Butler, its vice-pres., 
Winston-Salem, N. C.) 

No. 27560, L. O. Arens, Klamath Falls, Ore., et al. vs. S. P. & S. et al. 

Rates, automobiles, Detroit, Lansing, Flint, Pontiac, and North 
Flint, Mich., Connersville, South Bend, and Auburn, Ind., Janes- 
ville, Wis., and Chicago, Ill., to points in Ore., Wash., and Idaho, 
in violation of sections 1 and 2, the allegation being that the 
blanketing of rates over extensive areas favored larger points to 
the detriment of the smaller cities. Ask new rates. (Edward F. 
Cody, 10 N. W. 20th St., Portland, Ore.) 


No. 27561, Armour & Co., Chicago, Ill., vs. Boston & Albany et al. 

Rates, dairy products, including butter and eggs, Bismarck, Fargo 

and Minot, N. D., to Duluth, Minn., thence by water to Buffalo 

and rail to New England and trunk line territories applied on 

shipments between April 1, 1932, and July 15, 1935, in violation 

of section 1, to the extent they exceeded joint through rail-lake 

rail rates subsequently established. Asks reparation. (Paul E. 
Blanchard, atty., Union Stock Yards, Chicago, Il.) 





FARMERS AND RAIL SHIPMENTS 


The Agricultural Adjustment Administration has made an 
analysis of railway shipments for the period 1932 to 1935 which 
it says shows that increased shipment of goods from industrial 
states to agricultural states closely paralleled the increased na- 
tional farm income in that period. Shipments from 16 northern 
and northeastern states, it says, increased 60 per cent from 1932 
to 1935 while farm income increased 64 per cent. The study, 
according to the AAA, covered more than a half million 
freight waybills and waybill abstracts in the offices of 16 rail- 
roads which handle approximately 75 per cent of the traffic in 
manufactured commodities delivered to the agricultural regions. 
The results of this three-year study offered conclusive evidence 
that increased farm buying power was in turn translated into 
increased industrial activity, said H. R. Tolley, administrator 
of the agricultural adjustment act. 
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THE READING-JERSEY CENTRAL 


Many big firms owe their success to efficient and 
dependable railroad service. Prompt shipments are 
essential to the success of any business. 


All along the Reading-Jersey Central lines are cities 
and towns that are bechives of industrial and 
manufacturing activity with experienced labor 
plentiful, excellent civic conditions, and major 
markets nearby. 


For over a century the Reading-Jersey Central has 
been an outstanding factor in the development of 
this great industrial territory by providing the ng 
highest standard of trans- 
ortation service. 

Join the big army of satis- 
fied shippers who have 
found ‘‘Reading-Jersey 
Central Service’’ means 
efficiency and whole- 
hearted cooperation. 


a 





cea Ng «te MS oA er k OF 


READING RAILWAY SYSTEM q 
CENTRAL RAILROAD of NEW JERSEY : 





ISTHMIAN STEAMSHIP LINES 


INDIA—RED SEA—MEDITERRANEAN 


GULF PORTS 
MAINE Early November November 19 
*FAIRFIELD CITY , Early December 2nd Half December 
For Alexandria, Port Said, Suez, Port Sudan, Aden, Karachi, Bombay, Colombo, Madras, Calcutta. Through bills of lading issued to Palestine and 
Syrian Coast Ports, Mombasa, Tanga, Dar-Es-Salaam, Zanzibar, Persian Gulf and Indian Coast Ports. 
*Indian cargo accepted from Gulf Ports only on this steamer. 


RED SEA—PERSIAN GULF 


GULF PORTS BALTIMORE 
*BESSEMER CITY November 23 


November 18 
FAIRFIELD CITY Early December 2nd Half December 
For Alexandria, Port Said, Jeddah, Port Sudan, Djibouti, Aden, Bahrein, Bushire, Bandar Shapour, Khoramshahr and Busreh. Lie iy bills of lading 
—— ony og Ports, Eritrea, Italian Somaliland, Mombasa, Tanga, Dar-Es-Salaam, Zanzibar, Berbera, Hodeidah, Bagdad, Ahwaz and other 
ersian Gu orts. 
*Persian Gulf cargo accepted from U. S. Gulf Ports for transhipment at New York to this steamer. 


HAWAIIAN ISLANDS—FAR EAST 


BALTIMORE PHILADELPHIA NEW YORK 
October 24 October 26 October 28 
November 4 November 7 
November 11 November 14 
November 20 November 23 


STEAMER NEW YORK 


STEAMER NEW YORK 


STEAMER NORFOLK 


October 30 


SAVANNAH 
November 2 


*STEEL TRAVELER 
—CONSTANCE CHANDLER 
— MAUNA ALA 
—ENSLEY CITY 

*For Honolulu, Manila, Shanghai, Soerabaya, Batavia, Singapore and Belawan Deli. 


—For Honolulu, Kahului and Hilo. 


INTERCOASTAL 


PORTLAND, ME. BALTIMORE 
October 21 
October 28 


STEAMER 
GOLDEN HARVEST 
xSTEEL INVENTOR 
"STEEL VOYAGER November 4 
xSTEELMAKER November 11 
For San Diego, Los Angeles Harbor, San Francisco, Oakland, Alameda, Portland, Seattle and Tacoma. 
xOmits San Diego. *Calls Vancouver, B. C., direct. 


PACIFIC COAST—UNITED KINGDOM 


STEAMER FROM BRITISH COLUMBIA PUGET SOUND COLUMBIARIVER SAN FRANCISCO LOS ANGELES 
1.SELMA CITY October 19 October 21 October 23 October 31 November 2 
2.STEEL TRADER November 19 November 21 November 23 December 1 December 2 

1, Calls at London, Liverpool and Avonmouth. 

2. Calls at Liverpool, London and Avonmouth. 


ISTHMIAN STEAMSHIP COMPANY, 71 Broadway, New York, N. Y. 


Syracuse (Herald Bldg.) Cleveland, Ohio (Rockefeller Bldg.) Buffalo, N. Y. (Liberty Bank Bldg.) Baltimore, Md. (Mercantile Trust Bldg.) 


NEW YORK 
October 24 
October 31 

November 7 

November 14 
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Docket of the Commission 


NOTE—items in: the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


October 19—Chicago, Ill.—Hotel Sherman—J. E. Davey: 
MC-F 77—Keeshin Motor Express Co., Inc. (Ill.)—Leases of property 
certificates, etc., of Keeshin Motor Express, Inc., and others. 


October 19—Galveston, Tex.—Hotel Galvez—Examiner Taylor: 
13535 et al.—Consolidated Southwestern Cases. 
27401— Wrought pipe and fittings. 
13800—J. A. Waldrep et al. vs. A. T. & S. F. et al. 
14880—Dallas Chamber of Commerce et al. vs. A. & R. et al. 
14416—Little Rock Bd. of Commerce vs. A. & S. et al. 
15463—St. Louis C. of C. et al. vs. A. & R. et al. 
1. & S. 3130—Southwestern rates. 
1. & S. Nos. 2097 and 2271—Rates to southwestern destinations. 
Fourth Section Applications or Portions of Appl. Nos. 462, 565, 634, 
700, 701, 999, 1005, 4486, 4487, 4491, 4648, 12442, 12446, 12524, 12543 
and 12555. 
October 19—Washington, D. C.—Argument: 
27161 and Sub. Nos. 1 and 2—Swift & Co. et al. vs. A. C. & Y. et al. 
27194—-New York Butchers Dressed Meat Co. vs. L. & N. et al. 


October 19—Kansas City, Mo.—Chamber of Commerce—Joint Boards 
36 and 55: 
BMC 50142—Application of H. C. Bonham, Lathrop, Mo. 
BMC 50191—Application of Ray Danner, Burlington, Kan., to op- 
erate as contract carrier. 


BMC 50517—Application of Raymond Nedwed, Fostoria, Kan., to 
operate as contract carrier. 


BMC 50545—Application of Virgil L. Olson, Erie, Kan., to operate as 
common carrier. 

BMC 50690—Application of S. A. Shaffer, Gridley, Kan., to operate 
as contract carrier. 


October 19—Binghamton, N. Y.—U. S. Court Rooms—Examiner Dillon: 

BMC 50269—Application of Donald E. Georgia, Deposit, N. Y., to 
operate as common carrier. 

BMC 5C0373—Application of Ralph C. Leonard, Watkins Glen, N. Y., 
to operate as common carrier. 

BMC 50449—Application of George Masler, Windsor, N. Y., to operate 
as common carrier. 

BMC 50460—Application of John L. McGory, Binghamton, N. Y., to 
operate as common carrier. 


October 19—Knoxville, Tenn.—U. S. Court Rooms—Examiner Binkley: 
BMC 50453—Application of Leach & Mays Transfer, Jellico, Tenn., 
to operate as contract carrier. 


October 19—Columbus, O.—State Office Bldg.—Joint Boards 61 and 150: 
BMC 50280—Application of Russell H. Hearing, Columbus, O., to 
operate as contract carrier. 
BMC 50404—Application of T. B. Longshore, Coal Grove, O., to op- 
erate as contract carrier. 


October 19—Newark, N. J.—U. S. Court Rooms—Examiner Naftalin: 
BMC 50508—Application of Harold Mueller, Newark, N. J., to oper- 
ate as contract carrier. 


October 19—St. Paul, Minn.—Minn. Comm.—Joint Boards 144 and 146: 
BMC 76266—Application of Merchants Motor Freight, St. Paul, 
Minn., to operate as common carrier and extend present operation. 
BMC 60538—Application of Neilson & Dorr, Dunnell, Minn., to op- 
erate as contract carrier. 


October 19—St. Paul, Minn.—Minn. Comm.—Examiner Aplin: 


BMC 76267—Application of Merchants’ Motor Freight, Inc., St. Paul, 
Minn., to operate as common carrier. 


October 19—Houston, Tex.—Ben Milam Hotel—Joint Board 77: 
BMC 39559—Application of Richard English, Houston, Tex., to op- 
erate as common carrier. 
BMC 66840—Application of Texas Fireproof Storage Co., Waco, Tex., 
to operate as common carrier. 


October 20—Binghamton, N. Y.—U. S. Court Rooms—Examiner Dillon: 

BMC 50572—Application of F. G. Payne, Endicott, N. Y., to operate 
as common carrier. 

BMC 50725—Application of Albert M. Smith, Binghamton, N. Y., 
to operate as common carrier. 

BMC 50767—Application of Alex Supensky, Hancock, N. Y., to op- 
erate as common carrier. 

BMC 50984—Application of Waid Explosives Sales Co., Worcester, 
N. Y., to operate as contract carrier. 


October 20—Dallas, Tex.—Hotel Baker—W. A. Hill: 
Ex Parte BMC 1—Rules and regulations governing settlement of rates 
and charges by motor common and contract carriers. 
October 20—Washington, D. C.—Argument: 


27123—Griggs, Cooper & Co. vs. C. M. St. P. & P. et al. 
27251—Salant & Salant, Inc., vs. N. C. & St. L. et al. 


October 20—Washington, D. C.—Examiners Boyden and Kirby: 
Finance 11002—Denver & Rio Grande Western reorganization. 
October 20—Washington, D. C.—Examiner Shinn: 
Fourth Section Application 16369—Coal, Norfolk & Western Ry, 
Filed by N. & W. 
October 20—Houston, Tex.—Ben Milam Hotel—Joint Board 77: 
BMC 2001—Application of Houston Inland Forwarding Co., Houstg 
Tex., to operate as contract carrier. 
October 20—Washington, D. C.—Examiner McChord: 
27432—-Great Lakes Coal & Coke Co. vs. Alton R. R. et al. 


October 20—Pittsburgh, Pa.—Federal Bldg.—Examiner Disque: 
1. & S. 4227—Coal from W. Va.’to northeastern Ohio. 


October 20—Louisville, Ky.—Brown Hotel—Joint Board 25: 
BMC 86065—Application of Leonard Hoskins, Miracle, Ky., to op. 
erate as common carrier. 


October 20—Louisville, Ky.—Brown Hotel—Examiner Binkley and Jo’ 
Board 155: 
BMC 50366—Application Kentucky Midland Co., Frankfort, Ky., 
operate as common carrier. 
BMC 50596—Application of Herman Poll, Jr., Louisville, Ky., to op 
erate as common carrier. 


October 21—Washington, D. C.—Argument: 
Fourth Section Applications 14416 and 15017—Commodity rates in 
southern and official territories. 
25778—Penn Anthracite Mining Co. vs. Central of New Jersey et al. 


October 21—Topeka, Kan.—State Comm.—Joint Board 140: 
BMC 50348—Application of Claude E. Jones, Topeka, Kan., to op 
erate as contract carrier. 
BMC 50482—Application of R. P. Mercer, Leonardville, Kan., to 
operate as common carrier. 


October 21—Topeka, Kan.—State Comm.—Joint Board 139: 
BMC 50697—Application of Irma Gottberg, Salina, Kan., to operate 
as contract carrier. 


October 21—Parkersbirg, W. Va.—U. S. Court Rooms—Joint Board 63: 
BMC 50569—Application of Parkersburg Construction Co., Parkers- 
burg, W. Va., to operate as contract carrier. 
October 21—St. Paul, Minn.—Minn. Comm.—Examiner Aplin and Joint 
Board 145: 
BMC 60107—Application of Hibbing Van & Transfer Co., Hibbing, 
Minn., to operate as common carrier and extend operation. 


October 21—Trenton, N. J.—U. S. Court—Joint Boards 119 and 67: 
BMC 50429—Application of Marathon Bus Line, South Amboy, N. J., 
to operate as common carrier. 
BMC 50551—Application of Edward C. Panacek, Trenton, N. J., to 
operate as common carrier. 


October 21—Trenton, N. J.—U. S. Court Rooms—Joint Board 67: 
BMC 50525—Application of John Conover Nichols, Hightstown, N. J., f 
to operate as contract carrier. 


October 21—Philadelphia, Pa.—Chamber of Comm.—Examiner Griffin: “ 
1. & S. 4256—Cast Iron Pipe from N. J. points to New England. 


October 21—Binghamton, N. Y.—U. S. Court Rooms—Examiner Dillon: 
BMC 50503—Application of Jess Morgan, Kirkwood, N. Y., to operate 
as contract carrier. 
BMC 50800—Application of Paul Arthur Tompkins, Fish’s Eddy, N. N 
Y., to operate as common carrier. Ry 
BMC 86033—Application of Howard C. Dingmon, Norwich, N. Y., to 
operate as contract carrier. 


October 21—Syracuse, N. Y.—U. S. Court Rooms—Examiner Sullivan: 
Finance 11023—Joint application of W. S. and N. Y. C. for abandon- 
ment by the W. S. of its Chenango branch in Madison county, 
N. Y., and abandonment of operation thereof by the N. Y. C. 
October 22—Topeka, Kan.—State Comm.—Examiner Simmons: 
BMC 50174—Application of Rollie Clemence, Abilene, Kan., to op 
erate as contract carrier. 
October 22—Washington, D. C.—Argument: 
26570—Reduced pipe line rates and gathering charges. 


October 22—St. Paul, Minn.—Minnesota Comm.—Examiner Aplin: 
BMC 47113—Application of Empire Motor Freight Line, Minneapolis, 
Minn., to operate as a broker. 
BMC 50219—Application of Effinger & Donohue, Minneapolis, Minn. 
to operate as contract carrier. 


October 22—Houston, Tex.—Ben Milam Hotel—Examiner Booth: 
BMC 59680—Application of Jackson-Strickland Transportation Co. 
Inc., Houston, Tex., to operate as common carrier. 
October 22—Lincoln, Neb.—Hotel we we ey Konigsberg;. 
25842—George Neuswanger et al. vs. A. T. & S. et al. 


October 22—Binghamton, N. Y.—U. S. Court Rooms—Examiner Dille 
BMC 50206—Application of Kenneth Drake, Hancock, N. Y., to opera 
as common carrier. F 
BMC 50616—Application = Martin Reagan, Windsor, N. Y., to @ 
erate as common 
BMC 50688—Application of “Carl D. Shafer, Johnson City, N. Y., 
operate as common carrier. 








AIT, No. 16 |eiober_17, 1936 







ati | 



































SERVICE— 
AN L&A TRADITION 












Kirby: 

= eapINCE the period of railroad 

Vestern Ry.) WN nee ‘ , , bias L 

HO) pioneering in the lumber 

Co., Houta Ret regions of Louisiana, it has 
: been an L&A tradition that—in the 

al. 

esi: language of the stage—The Show Must 

95: Go On. From the track walker to the 

Ky., to op 


executive department the entire per- 
sonnel of this institution works with one 
sole purpose—the rendering of the very 
highest type of service to every patron. 


SHIP AND TRAVEL Via the 


Jersey et al, 
»: LOUISIANA & ARKANSAS LINES 


Kan., to op 


ley and Joint 
‘fort, Ky., t@ 


>, Ky., to op 


dity rates in 







lie, Kan., te 


C. P. COUCH, President 
SHREVEPORT, LA. 


139: 
n., to operate 


int Board 63: 
Co., Parkers- 


lin and Joint 





Co., Hibbing, 
eration. § BeReR Temer 
119 and 67: 
Amboy, N. J., 
on, N. J., to 
pard 67: 
tstown, N. J., 
miner Griffin: 
vy England. Dail 
z ss ally 
ane Dall Service 
All Points 
sh’s Eddy, N. UTAH 
IDAHO 
ich, N. Y., to \ OREGON 
\ MONTANA 
iner Sullivan: H NEVADA 
, for abandon- ;| CALIFORNIA 
idison county, ; COLORADO 
an. 2. CG GENERAL and 
TRANSPORTATION & REFRIGERATOR 4 
mmons: SERVICE % §@©All Eastern 
Kan., to op am Satmeptene o-- Points 
R. V. LILENQUIST, President T. S. RYAN, Vice-President Traffic 
ner Aplin: Shippers are definitely assured of the most efficient and satisfactory distribution 





tervice possible, over UCM Lines. This company enjoys the full cooperation 
, Minneapolis, of the Pacific pow ‘Mountain States rail lines. It serves three hundred and seventy- 
one cities in nine states and maintains certified bonded agencies in all principal 
cities served by the lines. 


UTAH-CALIFORNIA MOTOR LINES, INC. 


sapolis, Minn., 







* Booth: Main Office: = Soa 5th West a ibe City, U sacdiaad 
ocatello in ra 3 
a = Boise Idaho Falls Burley 
r Konigsbergt 
al. i i te 












UTAH - CALIFORNIA 


iner Dilloni 
xe = k MOTOR LINES. INC. 


Y., to ope 





N. Y., to Of 
‘ity, N. Y., t@ 


The Traffic World 


PAGE 777 


EVERY BUSINESS IS DIFFERENT 


BUT SIGNODE OFFERS THEM ALL 
THE SAME ADVANTAGES .... 


Better... Safer... Cheaper Shipping 















Signode designed a new method of Snaths, the queer shaped handles of 
crating and reinforcing the shipment pet pera lmteed per bey: etarn a -t 
of this gas meter, which weighs 500 Strapping. Results: the snaths are 
pounds and is three feet in height. bundled faster, and the bundles are 
The old method of erating cost $2.50; ing of snath's varnished finish have 
the new method costs $1.54. been eliminated. 
There's practically no limit to the variety of Signode Steel Strap- 
ping applications. It can be used for every kind of shipment, from 
small packages to complete carload bracing. Whatever your 
shipping problem is, we have at your command expert infor- 
mation based on years of specialized experience in packing 
and shipping problems. Send for Catalog 17-A or request to 
have a Signode Packing Engineer call at your office. 


SIGNODE STEEL STRAPPING CO. 


2613 N. Western Avenue, Chicago, Hlinois 
364 Furman St., Brooklyn,N.Y. 451 Bryant St.,San Francisco, Calif, 


3) 999 2 Better Packing Headquarters 
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No Extra Fare 
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route to San Diego. Most novel and colorful to Los Angeles 
and Santa Barbara. Only through service to El Paso, Tucson, 
Chandler, Indio and Palm Springs. 

Daily Pullmans also from Minneapolis- 

St. Paul and St. Louis via Kansas City 


Very Low Winter Tourist Fares 
Fast Through Freight Service 


Many trains carrying carload and less than carload shipments 
to and from the West, Northwest and Southwest. Free Pick-up 
and Delivery of less than carload freight. Merchandise cars 
between all important points. Let the Rock Island handle your 
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October 22—Paducah, Ky.—U. S. Court Rooms—Joint Board 156: 
BMC 50299—Application of Hayden Brothers, Mayfield, Ky., to op- 
erate as common carrier. 


October 22—Milwaukee, Wis.—Hotel Wisconsin—Examiner Sullivan 
and Public Service Commission of Wisconsin: 
Finance 11277—Application of Wisconsin Power & Light Co. to con- 
struct connecting track in Sheboygan county, Wis. 
27462—Wisconsin Power & Light Co. vs. C. & N. W. et al. 


October 23—Topeka, Kan.—State Comm.—Joint Board 36: 

BMC 50379—Application of Eldemore E. Lanoue, Rice, Kan., to op- 
erate as contract carrier. 

BMC 50644—Application of Romine Creamery Co., Osage City, Kan., 
to operate as contract carrier. 

BMC 50659—Application of Marlin E. Runyan, Osage City, Kan., to 
operate as contract carrier. 

BMC 50713—Application of E. Pulec, Salina, Kan., to operate as 
contract carrier. 


October 23—Charleston, W. Va.—U. S. Court—Joint Boards 61 and 117: 
BMC 50518—Application of Needham Freight Lines, Gallipolis, O., 
to extend present operation. 
October 23—Houston, Tex.—Ben Milam Hotel—Examiner Booth: 
BMC 17122—Application of C. B. Greer, Jr., Houston, Tex., to op- 
erate as broker. 
BMC 69905—Application of C. B. Greer, Jr., Houston, Tex., to 
operate as common carrier. 


October 23—Boston, Mass.—Hotel Lenox—Examiner Griffin: 
27473—Florence Stove Co. vs. B. & M. et al. 
27498—Arcade Malleable Iron Co. vs. B. & A. et al. 


October 23—Evansville, Ind.—U. S. Court Room—Examiner Raley: 
MC-F 87—Hancock Truck Lines, Inc.—Purchase of Motor Freight 
Corporation. 


October 23—Binghamton, N. Y.—U. S. Court Rooms—Examiner Dillon: 
BMC 50243—Application of Frank Forconi, Endicott, N. Y., to op- 
erate as common carrier. 
BMC 50636—Application of Ervin Roberts, Hancock, N. Y., to op- 
erate as common carrier. 
BMC 50841—Application of Harley Warfield, Hancock, N. Y., to op- 
erate as common carrier. 
October 23—Memphis, Tenn.—Peabody Hotel—Joint Board 4: 
BMC 50472—Application of Jones Taxi, Corinth, Miss., to operate 
as common carrier. 
BMC 50743—Application of William T. Darnell, Coldwater, Miss., to 
operate as contract carrier. 
BMC 66118—Application of William D. Howard, Mt. Pleasant, Miss., 
to operate as contract carrier and extend present operation. 


October 23—New York, N. Y.—Hotel Pennsylvania—Joint Board 67: 
BMC 71548—Baron Trucking Co. 


October 23—New York, N. Y.—Hotel Pennsylvania—Examiner Naftalin: 
BMC 84424—Baron Trucking Co. 


October 23—Minneapolis, Minn.—Hotel Nicollet—J. E. Davey: 
MC-F 99—Glendenning Transfer Service—Purchase of permit of 
Como Freight Lines. 


October 24—Topeka, Kan.—State Comm.—Joint Board 36: 
BMC 50946—Application of George Rolfsmeyer, Alta Vista, Kan., 
to operate as common carrier. 


October 24—Houston, Tex.—Ben Milam Hotel—Examiner Booth: 
BMC 71432—Application of M. G. Shelton, Houston, Tex., to operate 
as common and/or contract carrier. 


October 24—Binghamton, N. Y.—U. S. Court Rooms—Examiner Dillon: 
BMC 50450—Application of Ernest Mathews, Harpersville, N. Y., to 
operate as common carrier. 


October 26—San Francisco, Calif.—Merchants Exchange—W. A. Hill: 
Ex Parte BMC 1—Rules and regulations governing settlement of 
rates and charges by motor common and contract carriers. , 
October 26—Washington, D. C.—Argument: 
1. & S. 4035 and ist and 2nd suppl. orders—Lumber between points 
in official territory. 
1. & S. 4097—Lumber between points in official territory (2). 
26402—Weyerhaeuser Timber Co. vs. P. R. R. et al. 
October 26—Washington, D. C.—Examiner Kephart: 
BMC 2200—Application of Acme Fast Freight, Inc., et al., to operate 
as common carrier. 
October 26—Topeka, Kan.—State Comm.—Joint Board 36: 
BMC 50265—Application of Gardner Motor Co., Chanute, Kan., to 
operate as contract carrier. 
BMC 50424—Application of R. H. Maas, Alma, Kan., to operate as 
contract carrier. 
BMC 50443—Application of Roy N. Marlow, Chanute, Kan., to operate 
as contract carrier. 
October 26—Houston, Tex.—Ben Milam Hotel—Examiner Booth: 
BMC 8544—Application of Galveston Truck Line Corporation, Hous- 
ton, Tex., to operate as contract carrier. 


October 26—Sioux Falls, S. D.—U. S. Court—Joint Boards 147 and 148: 

BMC 29120—Application of Wilson Storage & Transfer Co., Sioux 

Falls, S. D., to operate as common carrier also extend present 
operation. 


October 26—Sioux Falls, S. D.—U. S. Court Rooms—Joint Board 158: 
BMC 84481—Application of Wilson Storage & Transfer Co., Sioux 
Falis, S. D., to operate as common or contract carrier. 


October 26—New York, N. Y.—Pennsylvania Hotel—Examiner Griffin: 
27459—-Bloch & Guggenheimer, Inc., vs. L. I. R. R. et al. 
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October 26—New York, N. Y.—Hotel Pennsylvania—Joint Board 67: 

BMC 23482—Application of Gotham Consolidating Corporation, New 
York, N. Y., to operate as broker. 

BMC 50854—Application of Independent Trucking Co., Kingston, 
N. Y., to operate as common carrier. 

BMC 50905—Application of Antonio Cavallaro, Chester, N. Y., tp 
operate as common carrier. 

BMC 50975—Application of Sun Ray Co., Brooklyn, N. Y., to operate 
as common carrier. 


October 26—Salt Lake City, Utah—Hotel Utah—Examiner Sullivan: 
Finance 10623—Application of Los Angeles & Salt Lake for abandon. 
ment of its Frisco branch in Beaver county, Utah. 


October 26—Greensboro, N. C.—U. S. Court Rooms—Examiner Hagerty: 
27500—Carolina Steel & Iron Co. vs. A. & W. P. et al. 


October 26—Sioux City, Ia.—Hotel Warrior—Examiner Konigsberg: 
27431—Tolerton & Warfield Co. vs. C. B. & Q. et al. 


October 26—Binghamton, N. Y.—U. S. Court Rooms—Examiner Dillon: 
BMC 50212—Application of Joseph Darrigo, Binghamton, N. Y., to 
operate as common carrier. 
BMC 50325—Application of Charles M. Finch, Trout Creek, N. yY,, 
to operate as common carrier. 
BMC 50427—Application of Clarence C. Mahoney, Port Crane, N. Y,, 
to operate as common carrier. 


October 26—Aberdeen, S. D.—Alonzo Ward Hotel—Joint Board 1% 
and Examiner Stillwell: 
* BMC 44360—R-B Distributing Co. 


October 26—Knoxville, Tenn.—U. S. Court Room—J. E. Davey: 
MC-F 67—Silver Fleet Motor Express, Inc.—Purchase of Knoxville 
Atlanta Freight Lines, Inc. 
MC-F 103—Silver Fleet Motor Express, Inc.—Purchase of Kings- 
port Transfer Co. 
MC-F 83—Georgia Highway Express, Inc.—Purchase of Knoxville 


Atlanta Freight Lines, Inc., through Silver Fleet Motor Express, 
Inc. 


October 26—Nashville, Tenn.—U. S. Court Rooms—Joint Board 110: 
BMC 50437—Application of Johnson Transfer Co., Florence, Ala., to 
operate as common carrier. 


October 26—Memphis, Tenn.—Peabody Hotel—Examiner Raley: 
* MC-F 115—Silver Fleet of Memphis, Inc.—Purchase of Luke Motor 
Express, Inc. 


October 27—Binghamton, N. Y.—U. S. Court Rooms—Examiner Dillon: 
BMC 50275—Application of Rueben & Hattie Hanstine, Hancock, N. 
Y., to operate as common carrier. 
BMC 50278—Application of M. T. Hastings, Bovina Center, N. Y,, 
to operate as common carrier. 
BMC 50322—Application of James L. Cline, Binghamton, N. Y., to 
operate as contract carrier. 


October 27—Topeka, Kan.—State Comm.—Joint Board 36: 
BMC 50754—Application of J. F. Stapleton, Lillis, Kan., to operate 
as common carrier. 
BMC 50784—Application of Chester Tatlow, White City, Kan., to 
operate as contract carrier. 
BMC 50866—Application of E. H. Wight & Son, Burlingame, Kan., 
to operate as contract carrier. 


October 27—Washington, D. C.—Examiner Walter: 
Air Mail Docket 15—North American Aviation, Inc., vs. American 
Airlines, Inc. (continued hearing). 


October 27—Houston, Tex.—Ben Milam Hotel—Examiner Booth: 
BMC 47970—Application of James Loyd Fauld, Jasper, Tex., to 
operate as broker. 


October .27—Houston, Tex.—Ben Milam Hotel—Examiner Booth: 
BMC 340—Application of Querner Truck Line, San Antonio, Tex., 
to operate as common carrier. 


October 27—Chicago, Ill.—Hotel Morrison—Examiner Sharp: 
20769—Charges for protective service to perishable freight. 


October 27—New York, N. Y.—Hotel Pennsylvania—Examiner Griffin: 
27468—Jacob Ruppert vs. Ct. of N. J. et al. 


October 27—New York, N. Y.—Hotel Pennsylvania—Joint Board &7: 
BMC 50245—Application of James Franciamore, Highland, N. Y., 0 
operate as common carrier. 
BMC 50476—Application of Empire Petroleum & Transport Co. 
Inc., Elizabeth, N. J., to operate as contract carrier. 
BMC 50506—Application of B. Moskofsky, Paterson, N. J., to operate 
as contract carrier. 
BMC 50698—Application of Continental Motor Express, Trenton, N. 
J., to operate as comon carrier. 
BMC 50701—Application of Ely Transport Co., Long Island, N. Y., 
to operate as contract carrier. 
October 27—Memphis, Tenn.—Peabody Hotel—Examiner Raley: 
* MC-F 121—Wartena Transfer Co. and Fisher Transports, Inc., co 
solidation as D. L. Wartena, Inc. 


October 28—Washington, D. C.—Argument: 
Finance 11039—Illinois Central construction and operation. 
BMC C-i—Investigtaion to determine extent and area of munich 
palities of St. Louis, Mo., and E. St. Louis, IIl., etc. 
October 28—Washington, D. C.—Examiner Curtis: 
27471—-The Parkersburg Rig & Reel Co. vs. B. & O. et al. 
October 28—Chicago, Il].—Hotel Sherman—Joint Boards 13 and 17: 
BMC 43878—Application of O. K. Motor Service, Chicago, Ill. @ 
operate as common carrier and extend present operation. 


October 28—Chicago, Ill.—Hotel Sherman—Joint Board 58: 
BMC 50752—Application of Howard Stahlheber, Sevenmile, 0O., # 
operate as contract carrier. 
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Ship to and from 
all world points 


viA HOUSTON 


SHORTEST 
U.S. 
ROUTE TO 
THE ORIENT 





Pacific Coast's 
Most Modern 


Terminals P 


SPEEDIEST 


Lonnections 
with Eastern’and 
Middle West 
Markets 


EAT TLE—One of the 
world’s finest harbors and 
most modern ports — pro- 

vides outstanding advantages of 

greater Speed, Service and Econ- 
omy to ships and shippers. Seat- 
tle affords speediest rail inter- 
connections with all leading 

Eastern and Middle-Western 

American markets, plus a ship- 

pers’ service extending to the 

Atlantic seaboard. 

ae 


PORT HOUSTON has every fa- 
cility for the proper, efficient han- 
dling of your shipments. 


PORT OF SEATTLE |, ny | 
Bell dh sag, By ae R 


*#MOODERN ALL-INCLUSIVE FACILITI 


| MooREMACK GULF LINES | 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY en 


Take advantage of HOUSTON’S 


superior port services. 


An attentive, experienced person- 
nel guarantees utmost efficiency. 





®. 


Route your cargo thru 
HOUSTON 


BOSTON 
From MOBILE BEDFORD, BOSTON end PHILADELPHIA 
From TAMPA to te PHILADELPHIA and BOSTON 

Between NEW ORLEANS, HOUSTON end CORPUS CHRISTI 
MOORE and McCORMACK, Inc., Agents 


J. RUSSELL WAIT 


NEW Y 5 Broadway PHILADELPHIA, Bourse Soune Sige. 
Sone: Seaboard NEW ORLEANS, Bank Bids. 
DIRECTOR OF THE PORT BOSTON, 73 Site Steet TAMPA, S18 E Lafayette 5 
Sf LOU Rts ed 1738 Gov Covenant 5. PrrTSSUKGH Oliver 


Whats Your Tr uck he All ~ 


This Device Tells Every 
Move the Truck Makes! 


Idle time—busy time—day and night 
(and overtime, too!)—all on a waxed 
chart (see at left). Here, for example, 
is a 2-hourdelay,and you can put your 
finger right on it!—and then correct it! 
G Over 100,000 trucks now equipped. 
Write for booklet: “Ten Ways of Get- 
ting More Work Out of Motor Trucks.” 


THE SERVICE RECORDER CO. 
1422 Buclid Ave., Cleveland, O. 


RECORDER 








MODERN EQUIPMENT—DEPENDABLE SERVICE 


. LIBERTY TRUCKING CO. 


“FORWARD WITH LIBERTY” 
BELOIT—JANESVILLE—FREEPORT 
ROCKFORD—ELGIN—CHICAGO 














EN. OFFICE 
620 N. May St., Chicago 
TEL. HAYMARKET 


2100 
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October 28—Chicago, Iil.—Sherman Hotel—Examiner Disque: 
27488 and Sub No. 1—Peter M. Victoria Co. vs. C. M. St. P. & P. 
et al. 


October 28—New York, N. Y.—Hotel Pennsylvania—Examiner Griffin: 
27525—Richfield Oil Corporation of N. Y. vs. P. R. R. et al. 


October 28—New York, N. Y.—Hotel Pennsylvania—Joint Board 159: 
BMC 50081—Application of Clarence W. Banker, Peekskill, N. Y., to 
operate as common carrier. 
BMC 50393—Application of Hefner & Sons, Inc., Long Island City, 
N. Y., to operate as common carrier. 


October 28—New York, N. Y.—Hotel Pennsylvania—Chairman Mahaffie 
and Examiner Mohundro: 
* 27221—Investigation of the N. Y. N. H. & H. 
—o 28—Aberdeen, S. D.—Alonzo Ward Hotel—Examiner Konigs- 
erg: 
26954—-South Dakota Independent Oil Men’s Association et al. vs. 
A. & S. et al. 


October 28—Binghamton, N. Y.—U. S. Court Rooms—Examiner Dillon: 

BMC 50859—Application of Gilbert N. Weston, Endicott, N. Y., to 
operate as contract carrier. 

BMC 50527—Application of Ralph Niggli, Binghamton, N. Y., to 
operate as common carrier. 


= 28—St. Paul, Minn.—Minn. Comm.—Joint Boards 141, 24 and 


* MC 41475—Application of Sioux Limited Lines, Minneapolis, Minn., 
to operate as common carrier. 


ree nn 





FOR SALE—My business as consulting industrial traffic manager 
in Chicago. Complete and up-to-date tariff file, office equipment, ex- 
cellent reputation with carriers and shippers. Reason for selling: 


Poor health. Address, Box FFP-1, Traffic World, 418 S. Market St., 
Chicago, 








Southern Steamship Company 


(Pioneer Steamship Line to Houston ) 
OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 


and Houston, Texas 


From Philadelphia ....... Wednesdays and Saturdays 
From Norfolk to Houston ............+..» Thursday 


From Houston to Philadelphia . Mondays and Thursda 










$ 
ys 
From Houston to Norfolk ...........+.+++ Mondays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


INDUSTRIAL LOCATIONS 


in the 
NEW YORK METROPOLITAN AREA 


New York —Connecticut—New Jersey 


MANUF ACTURING—INDUSTRIAL—WAREHOUSING 
WATERFRONT PROPERTIES—ACREAGE 


All inquiries treated confidentially 


HARRISON S. COLBURN CO. 


30 Church Street, New York City « COrtlandt 7 3909 





H. C. LUST AND COMPANY 


The Traffic World 


CONVENTION SPECIAL 


“COMMODITIES AND LOCALITIES IN THE DECISIONS 
OF THE INTERSTATE COMMERCE COMMISSION” 


A complete index from the inception of the Commission to date. Special, $10.00 delivered, including supplements for one year. 
Creators of Classified Traffic Law 
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* MC 44770—Application of Liederbach Bus Co., Inc., Minneapolis, 
Minn., to operate as common carrier and extend present opera. 
tion. 

* MC 50532—Application of Great Western Stages, Minneapolis, Minn, 
to operate as common carrier. 7 


October 28—Augusta, Ga.—U. S. Court Room—Joint Board 130: 

* MC-F 93—New South Express Lines, Inc.—Purchase of property, 
etc., of Sale Transfer Co. 

October 28—Dallas, Tex.—Baker Hotel—Examiner Taylor: 

* 16300 and five sub-numbers thereunder—Armstrong Packing Co. ys. 
A. & S. et al. 


October 28—Wilmington, N. C.—U. 5S. Court Rooms—Examiner Hagerty: 
Fourth Section Applications 15438, 14702, 15477 and 15861—Syrup and 
molasses from the south and southwest. 
October 29—Wichita, Kan.—Allis Hotel—Joint Board 43: 
BMC 50313—Application of Gonder Motor Transport, Dodge City, 
Kan., to operate as contract carrier. 
BMC 50481—Application of Melton Oil Co., Colby, Kan., to operate 
as contract carrier. 
October 29—Chicago, Ill.—Hotel Sherman—Joint Board 73: 
BMC 50531—Application of Neville Transfer, Dwight, Ill., to operate 
as contract carrier. 
BMC 59310—Application of Sprout & Davis, Inc., Whiting, Ind, 
to operate as contract carrier, and also extend operation. 
October 29—Chicago, Ill.—Hotel Sherman—Examiner Disque: 
27496—-Federal-American Cement Tile Co. vs. P. R. R. 


October 29—Washington, D. C.—Argument: 
BMC C-2—Investigation to determine extent and area of municipality 
of New York, etc. 
October 29—Washington, D. C.—Argument: 
Finance 10976—Application of Abilene & Southern to abandon opera- 
tion over the Abilene & Northern between Abilene and Anson, Tex., 
and to abandon line from Anson to Hamlin, Tex. 


October 29—Washington, D. C.—Examiners Walsh and Jameson: 
Finance 10860—Reader R. R. reorganization. 


October 29—New York, N. Y.—Hotel Pennsylvania—Examiner Griffin: 
27526—General Aniline Works, Inc., vs. N. Y. C. et al. 


October 29—Ashland, Ky.—Federal Bldg.—Examiner Stiles: 
27371—M. D. Friedman Co., Inc., vs. A. C. L. et al. 


October 29—Reno, Nev.—Federal Bldg.—Examiner Sullivan: 
Finance 11285—Application of Central Pacific Railway Co. and South- 
ern Pacific, lessee, to abandon line between Tonopah Jct., Nev., 
and Benton, Calif. 


October 29—Atlanta, Ga.—Biltmore Hotel—Examiner Hagerty: 
Fourth Section Application 16384—Automobile tires to Birmingham, 
Ala., and Memphis, Tenn. 
October 29—Binghamton, N. Y.—U. S. Court Rooms—Joint Board 67; 
BMC 50409—Application of Harry Lee, Hobert, N. Y., to operate as 
common carrier. 
BMC 50798—Application of Frank Tinklepaugh, Hancock, N. Y., to 
operate as common carrier. 
October 29—St. Paul, Minn.—Minn. Comm.—Joint Board 141 and 2: 
* MC 50578—Application of Penz Bros., Winona, Minn., to operate 
as contract carrier. 
* MC 50648—Application of Hamilton Transfer, Minneapolis, Minn., 
to operate as contract carrier. 


October 29—Paducah, Ky.—U. S. Court Room—Examiner Raley: 
MC-F 81—Whitney Transfer Co.—Purchase of property, etc., of 
Futrell Fast Freight. 


October 29—Paducah, Ky.—U. S. Court Room—Examiner Raley: 
* MC-F 114—A. M. Whitney, acquisition of control of Robinson Motor 
Lines, Inc. 





NEW C. M. ST. P. & P. MOTIVE POWER 


Bids for the purchase of 31 new locomotives and seven 
locomotive boosters were invited by the Milwaukee Road Octo- 
ber 15. The additional power will consist of 30 freight locomo- 
tives and another streamlined locomotive of the same type as 
those now in service on the Hiawatha, the railroad’s Chicago 
Twin Cities steam streamliner. Replacement of turntables, 
enlargement of enginehouse stalls and strengthening of bridges 
in the territory where the freight engines are to operate, 
necessitate an expenditure of about $650,000, it was announced. 
This program is in addition to the car building program recently 
put under way in the road’s Milwaukee, Wis., shops where 20 
new type day coaches, 2 dining cars, 2 tap room cars and 3 
parlor cars have been built and 1,000 automobile cars and 500 
fifty-ton gondola cars are now under construction. 
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NOW... 
AIR FREIGHT SERVICE 





RATES 57 °/ LOWER 
THAN AIR EXPRESS 





OVERNIGHT NEW YORK-CHICAGO 





OW comes Air Freight... 

transport planes tarrying 
only cargo. Every progressive 
shipper will want to consider 
its possible application to his 
business. 


This fast overnight service 
between New York and Chi- 
cago will stop at Philadelphia, 
Pittsburgh, Columbus, and In- 
dianapolis. Shipments picked 
up before 10 o’clock at night 
are at their destination in time 


Air Freight Division 


60 EAST 42nd ST... NEW YORK 


To use GENAIR all freight service, 
telephone nearest General Air 
Express office for pickup. 


Write for tariff. 


for the opening of business 
next day. 


Marked time and rate sav- 
ings can be effected to hun- 
dreds of cities through the 
combination of air freight 
with regular air or rail ex- 
press from junction points. 


Genair freight rates have 
been reduced as much as 57%. 
The rate between New York 
or Philadelphia and Chicago 
is 12¢ per pound based on the 
100-pound rate. Free pickup 
and delivery service by high- 
speed trucks is included. 


- $50.00 free liability on each 
shipment. All-risk cargo in- 
surance available at 10¢ per 
$100.00 valuation. Shipments 
may be sent prepaid, collect, 
or C.0.D. Charges may be 


billed to your account. 


GENERAL AIR EXPRESS 


GENERAL 
AER 


EXPRESS 





Published weekly by THE TRAFFIC SERVICE CoRP., 
second class matter January 4, 1913, at the postoffice at Chicago, IIl., 


418 S. Market St., Chicago, Ill. Entered as 


under the Act of March 3, 1879. 
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TIDEWATER 
TERMINALS 


NY. 


A Warehousing and a 
Distributing Service that is Unequaled 


Modern construction and equipment pro- selling the product. 
vide for the handling of merchandise with 
the utmost safety and dispatch. Our ca- 
pacity of 50 cars per day, all of which are 
worked under cover, gives full protection 
to your merchandise from damage by the Write for detailed information. 
elements. Pool cars are promptly distrib- 

uted. All suburban trucking companies 

maintain offices within the warehouse, pro- 

viding efficient cartage facilities. 
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We are especially equipped to warehouse 
and distribute valuable food products and 
other classes of package merchandise. 
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sig] 


Bb 
Og 
ee 
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The warehouses are served by all rail- 
roads, Great Lakes steamers and New 
York Barge Canal lines. 


Here you are offered every service that 
your own branch could furnish other than 


Western Representative: RICHARD D. JONES, Western Traffic Manager, 1646 Transportation Building, Chicago, Ill. 


KEYSTONE WAREHOUSECO. 


SENECA AND HAMBURG STL == 


—=— TJ BUFFALO.NY. @ === 


— B. VALTER B. MeKINNEY 





(I, No. 17 














October 24, 1936 










The Treffic World 


Campaigning for new business? Here’s a ready-made platform that all your 


present and prospective customers will vote for unanimously! There’s only one 
plank to it—but Chesapeake and Ohio has written that to appeal to every one of 


*” This fundamental 


them... “‘Safety first for freight as well as passengers. 
principle of satisfactory shipping insures that you can “‘deliver the goods” after 
you’re elected. So capitalize on it—you’ll find it strikes a responsive chord with 
your very first audience! And don’t forget that your nearest Chesapeake and 


Ohio freight representative is ready to become your willing co-worker. 


7e Washiniglons f Kailroad 


THE ROAD THAT SERVICE BUILT 
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Ey ne “race is nearing its |” 
€ d—but " 
| en ut not ours v 
3 All this year, while the air has been full of straw a 
. votes, sunflowers, buttons and speeches, the steamers pay’ 
a flying the G.L.T.C. flag have regularly gone their way ther 
a on the Great Lakes making money for shippers. prir 
olf We know where we stand. There we have an ad- ine 
oan vantage over political candidates. This year our 
SE record of fast, on-time service, with plenty of tran 
- capacity for all (two million tons), has brought us bod 
ur more votes (that is, business) than for years past. We b 
ai have been busier than any candidate—gaining. our a 
ay results by careful handling, quick transportation and oe 
Sk saving money for our clientele. 
Ba . ; og mer 
4] Have you tried Great Lakes Transit Corporation's with 
et fast, economical, lake-and-rail service? There is still —_ 
és plenty of time to do so be- 
tween now and the close of but 
navigation. And that trial the 
will make you a permanent a 
G.L.T.C. shipper. Remem- * 
ber, sailings every other = 
day. Drop us a line for our ery 
schedule, you will have 7 a 


use for it. 
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